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A decision of the Interstate Com- 
PUBLIC CONTROL -: aniads 


OF OPERATION 


merce Commission in the 
City Viaduct & Terminal Railway 
Company case raises a point which it is interesting to dis- 
cuss in view of the tendency of sone of the public com- 


missions to assume authority over questions relating purely 


to physical operation, In this case two municipalities, 


Which are joined by the structure owned by the company 
concerned, sought an order requiring that cars of the Metro- 
politan Street Railway Company be routed over the viaduct. 
The commission holds that what the complainants really 
ask is that the street railway shall be required “to change 
the routing of its cars from the present route to that of 
the viaduct. In other words, it would not be the establish- 
ment of a through route but a requirement that the route 
be changed.” Although the commission holds that the street 
railway company is clearly subject to its jurisdiction, its 
decision is that an order to change the route would involve 
a plan of physical operation that is not within its power 
to require under the facts shown, and that furthermore it 
has no jurisdiction over the company owning the viaduct, 
which does not operate a railway. The complaint in the 
case was therefore dismissed. The question of the power 
of commissions to interfere in matters of operation is one 
on which very definite views should be held. If the opera- 
tion of a public service property is to be directed by any 
commission, the commission should also have the responsi- 
bilities that go with that power. That is to say, if a com- 
mission holds that it is responsible to the public for the 
operation of a property, it should also hold, in order to be 
consistent, that it is responsible to the owners for the 
proper protection of their investment and for the payment 
to them of a reasonable return on it. It is illogical to take 
away from the management the right to determine the 
method of operation and to refuse to accept at the same 
time the burden of rendering to the security holders a re- 
port of faithful stewardship as to the investment, principal 
and interest. The attitude of some state Commissions has 
not been defined as sharply as the attitude of the Interstate 


Commerce Commission appears to be in this case. 


_A large percentage of the freight 
and baggage claims on interurban 
railways which handle all classes of. 


FREIGHT AND 
BAGGAGE CLAIMS 


traffic is due to carelessness on the part of freight handlers 
The truth of 


this statement is proved by a careful investigation made by 


or agents and train crews at way stations. 


the claim department of a large electric railway in the 
Central West in an effort to reduce the number and amount 
of claims for loss or damage. Much of this carelessness 
is due to rough handling in loading or unloading. The 
content of the box or crate is not noted nor is an investi- 
gation made of its ability to withstand hard usage. There 
are times, of course, when the packing is faulty, but this 
in no way relieves the railway company of the responsi- 
bility, if the shipment has been accepted and billed. In 
other cases a frail content or a package which must be 


carried with a certain end up has not been marked promi-_ 
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nently on the shipment, or its marking has not been ob- 
served by the trucker, and it is damaged as a result of too 
rough handling. Other cases of damage to shipments may 
be credited to carelessness of the agent at the way station. 
A shipment is deposited on the platform at its destination, 
or often it has been billed and allowed to remain unpro- 
tected, regardless of whether it would be damaged by rain 
or by failure to notify the consignee of its arrival, as, for 
instance, when the shipment is fresh fruit. A careful sys- 
tem of checking the causes and fixing the responsibility of 
each claim for damage should enable claim agents greatly 
to reduce the number of claims if, when the cause is known, 
something is done to correct it or the guilty employee is 
properly reproved. Along this line another method is sug- 
gested, that of preventing rather than curing this loss in 
gross revenue—an educational campaign to instruct the 
freight and baggage handlers what their carelessness is 
costing the company each day, week or month. Their 
attention should be called to the fact that the company is 
responsible for the delivered condition of a shipment, re- 
gardless ,of, the, faulty packing. Faulty packing of frail 
shipments forms a source of claims which could be elimi- 
nated if the billing clerks would inquire regarding the 
content and investigate the strength of box or crate. Care- 
lessly crated shipments should be refused, or at least the 
railway company should refuse to be responsible for the 
condition of any such package on arrival at its destination. 
Freight and baggage claims form quite a large item of 
lost revenue each year and every possible effort should be 
turned toward its reduction. 


THE BROOKLYN CENTER-ENTRANCE CAR 


The successful operation of the trial center-entrance, 
low-step car, which is described elsewhere in this issue, 
marks the probable adoption of this design by the Brooklyn 
Rapid Transit System for its next lot of surface rolling 
stock. Owing to the reassignment of its various types of 
‘cars for service on lines for which they were most suitable, 
a change due in part to the extension of the New York 
subway service into Brooklyn in 1908, and to a policy of 
thorough car maintenance, this company has purchased no 
new surface cars for more than five years. It has had no 
occasion, therefore, to take an active part in the important 
developments in car design which have accompanied or 


which have been accelerated by the prepayment movement.: 


Nevertheless, as early as Igi0, tentative designs were 
drawn up for several types of prepayment cars, including 
one with a center entrance. Several cars were remodeled for 
prepayment service, but none of these designs was applied 
to new cars, owing to the uncertain issue of the negotia- 
tions for rapid transit extensions which were then pending 
with the city of New York. 

The continuedsgrowth of the company’s traffic finally 
made imperative a definite decision with regard to addi- 
tional surface cars. After a careful study of the most 
recent prepayment designs used in large American cities, 
the company concluded that its own conditions made it 
desirable to develop a center-entrance car which would 
have greater seating capacity for the maximum length 
permitted by its clearances than drop-platform cars. 
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The ordinary center-entrance car was not deemed satis- 
factory because it offered neither sufficient safety nor rapid 
loading and unloading. Hence it was decided to adopt 
a depressed floor construction at the center of the car in 
order to obtain a low single-step entrance to the body, 
while the necessary space for trucks and under-body appa- 
ratus was obtained by making the floor slope upward from 
the edge of the center well to the bolster line. Additional 
space was secured by a reduction of the height of the trucks 
nearly 8 in., by the use of smaller wheels and by other 
modifications in the usual equipment. The rapid handling 
of passengers is assured by the 6-ft. 6-in. center opening, 
which permits an entrance aisle, 34 in. wide, and two exits, 
22 in. wide. Congestion at the center of the car is also 
minimized by the use there of longitudinal seats, and by a 
2634-in. aisle between the cross seats. 
passage space, the seating capacity of the car is still very 
high, owing to the use of disappearing seats alongside the 
idle center doors and of folding seats in place of the idle 


cab. ‘The seating capacity of fifty-eight is ten more than | 


that of the company’s standard convertible car, which is 
only 3 ft. 3 in. shorter. This seating plan, combined with 
the extensive use of pressed steel in the construction of the 
car, has made it possible to bring down the weight per 
seated passenger to only 638 lb. when the car is equipped 
On the other hand, the con- 


vertible car weighs 1085 Ib. per seated passenger. The 


for single-unit operation. 


center-entrance car should therefore prove both a money- 
maker on account of its greater seating capacity and a 
money-Saver on account of its lower energy consumption 
per passenger carried. The sash arrangement of this 
design also makes it a close approach to the ideal summer 
car. 

The provisions which have been embodied in this car 
for the safety and comfort of its users are described at 
length in the article, but it is worth emphasizing that the 
safety devices used with the electrical equipment, air brakes 
and doors are intended to fulfil the same requirements that 
obtain in the far more intensive service of the New York 
subway. The desire to promote the convenience of the 
passengers is indicated by the advanced character of the 
ventilation, heating and lighting systems. Taken all in 
all, this center-entrance car is a bold departure from the 
end-platform types to which the Brooklyn public is accus- 
tomed, but there seems to be no reason why the center- 
entrance car should not prove as satisfactory in Brooklyn 
as in other cities where it has been in successful use Gs 
many years. After all, the matter, so far as the public is 
concerned, is largely one of custom, and if the center- 
entrance Car possesses manifest advantages from an oper- 
ating standpoint its mere novelty should not stand in the 
way of its adoption. The passengers will soon become ac- 
customed to a center-entrance car and will adapt them- 
selves to it just as they did to prepayment cars, 

The management of the Brooklyn Rapid Transit System, 
following its usual custom in engineering and other research 
work, announces that the devices which have been origi- 
nated for this car by its engineers have not been patented, 
and it welcomes their adoption by any other electric rail- 


ways which may find any or all of them applicable to their 
own conditions. 


Despite the liberal , 


; 


eee 
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NOVELTIES IN TRUCK DESIGN 


One of the most interesting features of the manufac- 
turers’ exhibits at the recent Master Car Builders’ and 
Master Mechanics’ conventions was the large number of 
novelties in truck design. The endeavors of the designers 
appeared to be generally along the two somewhat divergent 
lines of simplicity and flexibility. Of the former group 
the most radical, although not the most recent, construction 
was a truck side frame, cast solid with the journal boxes. 
This arrangement, in which boxes and the whole side frame 
are poured at one heat, naturally does not require the use 
of a single bolt, and in fact the spring plank and even the 
combination truck bolster and transom are held in place 
by cast lugs. The first sight of the truck is startling, nor 
is this feeling altered when it is learned that it can be 
dismantled in a few minutes when it is desired to remove 
a pair of wheels. 

The desire to eliminate bolts was also shown by several 
other designs which were along more conservative lines 
but made liberal use of cast steel to reduce the number of 
pieces and invariably replaced bolted brackets with solid 
cast lugs. The same idea was carried out in one journal 
box, which was described as “pinless.” In this the lid was 
hinged to the top of the box by a pair of lugs instead of 
by the customary long rivet, and it was held in place against 
the front of the box by a most ingenious arrangement of a 
spiral compression spring on the inside of the lid. This 
spring pressed on a lug at the center of the lid so that an 


equal pressure against the box was exerted at the top ‘and i 


at the bottom of the lid. im 

The methods of prodgicing flexibility did not extend be- 
yond permitting motion of the truck side frames ina ver- 
tical plane, independent of each other. In one case this 
result was obtained by forming the ends of the cast-steel 
transom into annular disks of large diameter. These were 
machined and fitted into bearings in the truck side frames. 
The machined bearings held the side frames rigidly parallel 
in vertical planes, but allowed each of the four wheels to 
assume practically any elevation absolutely independent of 
the others. In consequence no straining of any part of the 
truck could take place on account of uneven track or ab- 
normally uneven rail joints. 

Another device for the same purpose consisted in a 
truck with a double T-shaped transom, with the ends of 
the cross-pieces carried on auxiliary springs and guided in 
the truck side frame. The load was, however, carried main- 
ly on springs, ball-jointed on the center-line of the side 
frame, and as in the previous case all four wheels liad, 
within reasonable limits, perfect freedom of motion ver- 
tically. 

In general there seemed to be a decided tendency to do 
away with the rigid transom. One of the radical ideas 
along this line was shown in the exhibit of a flat car with 
a “combination body and truck bolster.” In this the com- 
bination bolster was formed of two members, one bent up 
above the car center sills and the other passing below them 
and carrying the center plate. Both members were tied 
together by steel castings at the center and were sup- 
ported on springs in the truck side frames at the ends. 

None of these trucks has as yet been adapted to electric 
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railway service, although the makers in several cases think 
that they could be changed to fit electric railway conditions. 
However, as an evidence of the present trend of design 
all of them are interesting. 


GOING DIRECTLY TO THE EMPLOYEE 


For some weeks the management of the Pennsylvania 
Railroad Company has been negotiating with representatives 
of its conductors, trainmen, firemen and other employees 
regarding a number of complaints and requests. Twenty- 
nine points of difference between the company and the 
men have been disposed of, leaving six to be settled. A 
strike vote is now under way to decide whether the men 
will leave the service in an attempt to enforce their de- 
mands regarding the six unsettled questions. Four of them 
relate to the rates of pay and allowance applicable to spe- 
cial conditions; one is a demand that a man suspended for 
low water in his engine be paid for the time he lost, and 
the remaining demand is that a certain percentage of Penn- 
sylvania Railroad conductors, trainmen and firemen shall 
man the Pennsylvania electric trains which run over the 
Hudson & Manhattan tracks between Newark and the down- 
town Hudson & Manhattan terminal in New York, or 
else shall man all of the electric trains between Newark 
and Jersey City. In regard to this demand the company 
states that it is not within its province to make any change 
in present “contractual arrangements,” and that.in view 
of the care taken of its employees in the past “it is fair 
to assume that in the event of electrification the employees 
then affected, if any, would be given most careful considera- 
tion.” 

Of more general interest than the details of the dispute 
is the way in which the company has taken up these details 
directly with its men. This was done through the medium 
of a printed circular sent to every conductor, trainman and 
The circular was headed “A message from the 
Take it home. 
Read every word of it. Your family is interested in it.” 
The circular gives an outline of each question in dispute, 


fireman, 
Pennsylvania Railroad to all employees. 


states the company’s position in regard to it, and asks that 
each employee before he votes to leave the service con- 
sider carefully the facts set forth. The circular concludes: 
“Tt would be most unfortunate for the public, for you and 
for the company should you decide to sever your relations 
with an employer who has always endeavored and will con- 
tinue zealously to guard all of your interests.” 

The object, of course, in issuing this statement was to 
lay before the whole body of employees the company’s side 
of the case; otherwise, as happens in nearly all labor dis- 
putes, the men would have only such a report as the union 
leaders gave them, and this would not be notable for its 
fairness to the company. It is characteristic of strike votes 
that they always result as the leaders wish, but this is not 
a good reason why the employer should not fully set forth 
his side of a controversy for the enlightenment of the great 
body of employees who would otherwise be poorly informed 
or possibly misled as to the merits of the case. The Penn- 
sylvania example in this instance is one that can be followed 
with profit by all classes of employers in nearly all dif- 
ferences with large bodies of employees. 
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The Brooklyn Center-Entrance Car 


An Original Design of All-Steel, Low-Step Car for Prepayment Operation—Among Its Leading Features Are Light 


Weight, Large Glazed Area in Doors and Windows, Great Seating Capacity, Adaptability for Summer 


Use and the Safety Devices 


The Execrric RairwAy JourNAL .for March 30,. 1912, 
contained a preliminary description of the single all-steel 
center-entrance car which the Brooklyn Rapid Transit Sys- 
tem then had under construction at the works of the Stand- 
ard Steel Car Company. This car has since been completed 
and in fact has been in regular passenger service on the 
Greene and Gates Avenue line of the company since Friday, 
June 7. The following paragraphs will describe the con- 
Struction, equipment and operating features of this new 
design in detail. 


GENERAL CONSTRUCTION 

The car is 45 ft. 6 in. over all, with an outside width of 

8 ft. 6 in. and an inside width of 8 ft. 3 in. The corre- 
sponding dimensions of the standard Brooklyn convertible 
car are 42 ft. 3 in. and 8 ft. 2% in. (outside width). The 
height of the new car, from the top of the rails to the 


a girder consisting of the side plates, belt rail, letterboard 
and side posts, all of which are riveted to each other, to 
the side sills and to the carlines. The maximum depth of 
each girder at the center is approximately 7 ft. A feature 
in the design of the floor framing is the connection of the 
transverse members and longitudinal members in such a 
manner that the cross members are 4 in. more above the 
rails than the lowest point, namely, 934 in., of any longi- 
tudinal members. This means that if any ordinary obstruc- 
tion is encountered the fouling members will tend to slide 
over it in the direction of running, thereby reducing to a 
minimum the possibility of derailment and the strains on 
the car body. The minimum clearance between suspended 
apparatus and the rails is 5% in. The bolsters are of 
pressed steel and composed of channel side members with 
top and bottom cover plates. 


Brooklyn Center-Entrance Car—View of Car Completely Equipped for Service 


highest point of the flat arch roof, exclusive of the trolley 
bases and ventilators, is 11 ft. The framing is of steel 
throughout, and pressed-steel members secure the mini- 
mum weight for this construction. The side sills are made 
up of 3-in. x 2%-in. x %-in. angles which are reinforced 
at the center by 344-in. x 3-in. x 3@-in. angles. These side 
sills are rounded at the ends where they are riveted to the 
channel iron bumpers, thus forming a continuous line 
around the car. The cross sills, except those at the center, 
are channel-shaped pressings which range in depth from 
‘6 in. to 12 in, according to their location. The two center 
cross sills, however, are of Z-shape and have a depth of 
about 10 in, at their centers. The adoption of this section 
for the center cross sills provided an ingenious means for 
the reception of the four electric heaters which are placed 
in the risers, as hereinafter mentioned. The sides of the 
car below the window line are formed by steel plates 
3/32-in. thick. The posts and the carlines are U-shaped 
pressings of the same thickness. Each side of the car forms 


A feature of the door and sash construction of the car is 
the use of brass sash and aluminum doors, both furnished 
by the Forsyth Brothers Company. This type of sash was 
used on account of the narrow rail which permits the use 
ot a larger light of glass and hence secures the maximum 
amount of daylight. Furthermore, these sashes are lighter 
than wood, and it is considered likely that they will also 
prove cheaper to maintain. All sashes except those of the 
motorman’s cab are arranged to raise. The construction of 
both the sashes and doors is of single-piece design except 
that retaining strips are used for the sash and that some 
minor fittings were installed to keep the doors in perfect 
adjustment. The use of aluminum for the doors, which is 
2 striking innovation, effected a saving of 400 Ib. in weight. 
In tact, one of the 3-ft. 3-in. center doors, without glass, 
weighed only 42% lb. Another feature of interest is that 
wired glass is used for the lower panels of the center doors 
while the usual clear glass is used for the upper pariels, 
This construction assures additional light in the center of 
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the car, where the conductor is stationed, besides permit- 
ting the conductor to see whether people in the street are 
attempting to board the car. The door system of the car 
comprises two sliding center doors on each side, which are 


operated by Consolidated electro-pneumatic mechanism to ° 


give an opening of 78 in., and motorman’s swing doors in 
each cab, each having a width of 21% in. The edges of 
the center doors are provided with rubber buffers to avoid 
injury to passengers and damage to their clothing, . 

The panels which form each motorman’s cab are ar- 
ranged to fold against the cab doors in order to make room 
for four additional seats when the cab is not in use. The 
construction of each cab, the layout of equipment therein 
and the method of using or folding the seating alongside of 
it are illustrated in the accompanying plan. and the two 
interior views. One of the latter shows how the motor- 
man's apparatus when not in use is completely covered by 
slats which at other times form a seat back. The inside 
width of the cab is 30 in. 

It will also be seen from the accompanying side elevation 
that the center of the car is constructed with a depressed 


Se ja 
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in both halves is of course exactly alike. The arrangement 
1S such that the seats which are in use opposite the closed 
pair of center doors are made to slide under the adjoining 
longitudinal seats so that an idle seat cannot interfere with 
passenger movement, as would be the case if the center-door 
Seats not in use were hinged upward at right angles. The 
drawing out of the longitudinal seat across the idle center 
doors lacks them automatically. To reduce the possibility 
of congestion at the center, the longitudinal seats are 
continued for a length of 52 in. on each side of the 
riser, Next to these seats is a group of eight cross seats, 
four to each side, and beyond are the permanent end 
seats and the circular seat formed by the folding of the 
cab, as previously mentioned. The cross seats are of 
cherry slats with pressed steel pedestals and end plates. 
All are furnished with grab handles. Although these 
seats are 34 in. wide, the construction of the car per- 
mitted the liberal aisle, width of 2634 in. This aisle dimen- 
sion is 434 in. greater than that of the company’s present 
convertible cars. The cross seats in one-half of the car 
were furnished by Hale & Kilburn and in the other half by 


= = 


—— 
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Brooklyn Center-Entrance Car—Plan of Seating, Door Arrangements, Aisles for Entrance and Exit, Etc. 


portion or well 6 ft. 6 in. wide, having its floor 14 in. to 16 
in. above the rails. The walls or risers of this well are 
raised perpendicularly 10 in. From these walls the floor is 
gradually sloped upward toward the bolster lines until it 
is at a height of 32 in. above the rails. The floor beyond 
the bolster lines continues on the same level to the end of 
the car. The floor covering in this sample car consists of 
the following: Chanarch with flexolith compound at the 
well, wood from the risers to a point just beyond the line 
of cross seats, steel plate with cork carpet covering or 
linoleum for the motor trap doors and wood at the ends. 
Safety tread is used on the risers at the center of the car. 

The roof of the car is of 3-in. agasote covered with 
canvas. There is no headlining, except behind the adver- 
tising cards, where 3/16-in. agasote is used, as the inner 
side of the roof material and the pressed steel carlines were 
finished in white enamel down to the sash rails. Mahogany 
strips are used for arm rails, and a covering of 3/16-in. 
agasote is provided from the arm rail to the floor. 

An inspection of the plan will show how the seating 
throughout the car has been arranged to obtain the maxi- 
mum capacity possible with comfort. Since the car is 
equipped for double-end operation, the permanent seating 


the Heywood Brothers & Wakefield Company. The dis- 
tance between the cross seats is 12% in. The longitudinal 
and circular seats were made by the railway company. 

Another striking innovation of the car is that the center 
sash of the cab has the remarkable width of 3934 in. This 
has the two-fold advantage of giving the motorman a larger 
angle of vision and of increasing the value of the car for 
summer use when all sash at the front is dropped. 

TRUCKS 

The trucks are a modification of the Standard Motor 
Truck Company’s 036 maximum traction type, long spring- 
base design, with the motors carried toward the end of the 
car. In order to aid in securing the advantage of the low 
center-entrance step, the trucks were designed for a total 
height of only 22% in, instead of 30 in. from the top of the 
rails to the top of the body center plate. A second de- 
parture from previous practice is the use of single brake 
hangers as illustrated. The trucks have the truck builder's 
standard brakeshoe support, the brakeshoes being carried 
directly on the equalizing bars so that varying loads do not 
affect the position of the brakeshoes. Another novel ele- 
ment, as shown in the accompanying view of a truck, is that 
the equalizing bar is brought ever the journal boxes with a 


. 


1968 


spring on each side of the boxes. The brake slack adjuster 
is of the truck builder’s design. The Carnegie driving 
wheels are of 28-in. diameter, and the pony wheels of 
21-in. diameter. 
ASSEMBLAGE 
The car body was built in remarkably fast time as it was 
shipped within five weeks from the date that the Brooklyn 


Brooklyn Center-Entrance Car—Single Brake Hanger 


Rapid Transit System decided to try this design. The 
trucks and car body were received separately at the shops of 
the Brooklyn Rapid Transit System, where they were as- 
sembled and equipped. All parts of the equipment were 
weighed previous to their installation. The car body weight 
in particular, was checked up with the weight as determined 
at the car builder’s works. Some of the weights were as 
follows: Weight of the car completely equipped for mul- 
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ELECTRICAL EQUIPMENT — 

The electrical equipment is noteworthy for the use of 
field control with two Westinghouse 50-hp, 600-volt inter- 
pole box frame motors which are furnished with light- 
weight sheet steel gear cases. The control is of the HL 
type with master switches so designed that two running 
speeds are given in series and two in parallel. This ar- 
rangement is intended to provide smooth operation in con- 
gested traffic sections where the car often has to run at 
slow speed for considerable lengths of time, and this would 
be difficult with the ordinary type of control without dam- 
age to the resistances or unless. extra large resistances were 
used. The field control also reduces the losses of energy in 
the resistances. 

The master controllers are so equipped that it is im- 
possible to set the circuit breaker after it blows, unless 
the handle is on “off” position. This eliminates the acci- 
dents which may occur with the ordinary type control if 
the motorman should put in the circuit breaker when the 
controller is in a notched-up position, whereby passengers 
may be thrown in entering or alighting from the car. The 
master controllers are further equipped with an emergency 
cut-out brake valve. This valve is manipulated by a button 
and handle, so that if the motorman releases the button the 
brakes will be immediately set in emergency and the control 
cut off. 

The contactors are interlocked through the control cir- 
cuits with the electro-pneumatic door-operating device, so 
that it is impossible for the motorman to get power on the 
motors if the doors are even partially open. Furthermore, 
a system of interlocks prevents the opening of the center 
doors until the car has come to a standstill. 

All switches and fuses which control the different circuits 


Brooklyn Center-Entrance Car—Head-on View, Showing 
Extra Wide Sash in Cab 


tiple unit operation, 39,550 lb.; car without seats, 19,448 lb. ; 
trucks and motors, 14,936 Ib.; electrical control and air 
brake equipment, 2389 Ib.; seating, wiring, piping, etc., 2777 
Ib. The same car when equipped for single unit operation 
will weigh 37,000 lb., which would make the ultimate weight 
per seated passenger only 633 Ib. 


Brooklyn Center-Entrance Car—Interior View, Showing 
Seating Arrangement, Conductor’s Pedestal, Etc. 


are located on a switchboard placed on the cab side of the 
bulkhead at No. 1 end, where they can be conveniently 
operated by the motorman or conductor. 

The resistances, contactors, reverser and field control 
switch are located at one end of the car between the center 
well and the track clearance line, They are suspended from 
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the car floor by special hangers or by means of underframe 
members which were specially designed for the purpose. 
At the opposite end of the car are the compressor, storage 
reservoirs, governor and heater switch. Other features of 
the electrical equipment, exclusive of 
the heating, lighting and signal appa- 
ratus as hereinafter described, are 
two Nuttall No. 11 ball-bearing trol- 
ley stands and the C-H ampere-hour 
meter. The main electrical circuits 
are carried in iron conduit through- 
out, and all condulets are of the 
Crouse-Hinds porcelain-covered type. 
Westinghouse knuckle-joint connect- 
ors are used at the motor leads. 
VENTILATION AND HEATING 

The absence of the monitor roof 
made it necessary to use some form 
of mechanical ventilator. For this car 
it was decided to install in the roof 
twelve Wilson ventilators, which pro- 
vide for the exhaust of air only. The 
intake for fresh air is through the 
openings under the truss-plank heat- 
ers and through the panel-type heaters 
at the sides of the car. This method 
of heating the fresh air as it enters 
at the bottom of the car and exhaust- 
ing the used air through the roof is 
well known through its successful de- 
velopment in Chicago. Motorman’s 

The car-heating equipment, which Cab Door 
was furnished by the Consolidated 
Car Heating Company, consists of four panel heaters in 
the risers at the weil, eight truss-plank heaters at the first 
four cross seats at each end of the car and eight heaters 
which are placed under the other cross seats. The heaters 
are controlled by a thermostat which operates when a pre- 
determined temperattre is reached. 

LIGHTING, SIGNALS, ETC. 

The car is illuminated inside by twenty 120-volt, 36-watt 
tungsten lamps. This lighting is greatly enhanced by the 
white enamel finish which gives the car a remarkably bril- 
liant and inviting apearance. Five tungsten lamps are also 
provided for the illuminated Hunter signs and the Dayton 
headlights. A routing sign is installed in a box which is 
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with the lighting system is the signal light which appears 
in a receptacle in the motorman’s cab to announce that the 
doors are closed. The lens is so placed that reflection from 
the sunlight will not interfere with its reading by the 
motorman. The drum switch which is attached to the re- 
ceptacle cover on the dasher, as shown in the illustration, is 
used in connection with these door signal circuits. Should 
there be any train operation, all the doors of the train will 
be closed before the motorman receives the light signal. 

A Consolidated buzzer type push-button system is installed 
for the convenience of passengers. 

BRAKES AND PNEUMATIC ACCESSORIES 

The air brake is the Westinghouse straight air equipment 
with emergency feature, Schedule SME. It is similar in 
principle to that applied to the stepless car of the New 
York Railways, which was described in the ELecrric Ratt- 
way JourNAL April 20, 1912, pages 648. to‘650. . By means 
of the emergency features, full braking. powef™may be 
obtained instantaneously in the following ways, namely: 
first, when the motorman places the handle of brake valve 
in emergency position; second, through the accidental re- 
lease of the button on the controller handle by the motor- 
man; third, if the conductor operates a valve located in 
the pedestal hereinafter described; fourth, automatically 
through the separation of two cars when operating in train 
service, or any rupture of the emergency line. 

The general arrangement of the connections is similar 
to that illustrated on page 650 of the ELectric RAmLWwAy 
JouRNAL, except that but one brake cylinder is used for 
applying the brake to the wheels of both trucks and, conse- 
quently, only one emergency valve is necessary. A type 
D-1-L compressor is located under the car, its operation 
being controlled by an S-6 governor also located under the 
car. The compressed air is stored in three light, enameled- 
steel reservoirs, Io in. in diameter and 48 in. long, which 
are suspended under the floor. The operation of the: brakes 
is controlled by an SY-2 brake valve which is of the 
straight air type with an emergency position for the handle. 
By its use the emergency valve connected with it can be 
operated either in single or two-car train service. A dead- 
man’s valve as in the New York equipment is attached in 
each cab to the main reservoir pipe. The pneumatic sander 
valves are located close to the brake valves and are operated 
by means of a suitable handle. 

An 8-in. x 12-in. brake cylinder is secured to the under- 
side of the car body close to the pony wheels. It operates 
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suspended from the roof of each cab, and similar signs are 
placed over the center doors. The illuminated destination 
signs are placed at the corner windows. The illustrations 
show that these signs are effectively displayed, despite the 
absence of monitor-roof construction. 
Another feature which may be mentioned in connection 


upon a lever which, at its lower end, is connected by a rod 
extending under the depressed floor of the car to a similar 
lever at the other end. Ata point between the ends of each 
of these levers the same are connected to the line levers of 
the trucks, thus equalizing the power brake throughout. 
The connecting up of the foundation brake gear so that 


1070 


it could be operated by hand from either end of the car 
was quite a problem. It was solved, however, by the in- 
stallation of a short vertical shaft under the floor on each 
side of the depressed portion, these shafts carrying sheave 
wheels at their upper and lower ends respectively. The 
shaft nearest to the brake cylinder also carries a sheave 


Brooklyn Center-Entrance Car—Preparing Cab for Use by 
Folding Up the End Seats, Etc. 


wheel of about one-haif of the diameter of those first men- 
tioned, located near the middle of the shaft and connected 
to the push rod of the brake cylinder by means of a short 
chain. Wrapped around the upper sheave of each shaft is 
a chain, the free end of which connects with the hand-brake 
pull rod. The two lower sheave wheels are connected by a 
suitable rod and chain, one of these chains being attached 
to the wheel nearest the brake cylinder and wrapped around 
them, whereas the other chain attached to the corresponding 
wheel at the other end is unwound. The operation of the 
brake is as follows: 

Imagine the motorman winding up the brake at the end of 
the car furthest from the brake cylinder. By so doing he 
revolves the vertical shaft at that end of the car by un 
winding the chain from its upper wheel. At the same time 
the chain attached to the lower wheel winds up a corre- 
sponding amount and causes the vertical shaft at the brake 
cylinder end to revolve through the unwinding of the chain 
that was wrapped around the lower sheave wheel. The 
rotation of this shaft causes the chain on the small sheave 
to wind up, pulling the loose push rod out of the brake 
cylinder and causing the brakes to apply in the same manner 
as they would if the piston of the brake cylinder was actu- 
ated by compressed air. If the motorman should operate 
the hand brake at the end of the car nearest the brake 
cylinder, the shaft at that end only would revolve, the shaft 
at the other end of the car remaining idle. The hand-brake 
pull rods are actuated by an ingenious arrangement which 
takes up practically no space when the motorman’s cab is 
changed into the passenger carrying space of the car. The 
vertical brake staff in each cab carries on its upper end a 
beveled brake staff which meshes with a second beveled 
gear having a square hole. running through its horizontal 
axis. When the cab is occupied by the motorman he inserts 
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in this hole a ratchet handle whereby the brake is readily 
operated. On leaving the cab at the end oi the trip, the 
motorman removes the hand-brake ratchet handle as well 
as the reverse air-brake and sand-valve handles to the 
other cab. 

The car is fitted with an automatic M. C. B. coupler, 
which has air connections in the head. An electrical train- 
line junction box is also placed over the headlight. ; Future 
cars of this type will not be furnished with multiple-unit 
train connections, but the underframe will be designed to 
take a swiveling type of drawbar coupling should train op- 
eration be eventually undertaken. At first, therefore, the 
cars will carry only the usual simple drawbar and ordinary 
coupling. 

The hand brakes are of the Peacock geared type. 
the miscellaneous fittings are Wilson trolley catchers and 
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H-B wheel guards. 
PASSENGER-HANDLING FEATURES OF THE CAR 

As previously mentioned in the description of the seating 
layout of the car, an unusual amount of room has been pro- 
vided for free passenger movement. This is further indi- 
cated by the fact that the center-entrance opening is 6 ft. 
6 in. wide, so that it was possible to provide a center en- 
trance with a clear width of 34 in. and two exits with a 
clear width of 22 in. each. The entrance aisle is much 
wider than in the usual styles of prepayment cars. The 
exit aisles are of the width usual on prepayment cars, but 
this is ample for the rapid discharge of passengers since 
each aisle gets the outflow of but one-half the car. The en- 
trance step is but 14 in. from the street compared with 16 
in. to 18 in. for other cars. As shown on the plan, the 
clearance between the conductor’s pedestal and either side 
of the entrance passage is 18% in. and that between the 
pedestal and the seat opposite the closed center door 24 in. 


Brooklyn Center-Entrance Car—End Seating Made Avail- 
able When Cab Is Not in Use 


This space enables passengers to go readily from one half 
of the car to the other. 

The pedestal constitutes one of the most interesting oper- 
ating features of the car since it contains within a verv 
small space everything which is required by the conduc- 
tor, both. for the running of the car and the handling of 
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fares and transfers. It has two three-button switch boxes 
each of which has one push-button for opening one set 
of doors, one for closing one set of doors and one for sig- 
naling the motorman to stop the car. These push-buttons 
will be noted in the general view of the car interior. Single 
push-button switches are also provided for closing the doors 
by a pedal when necessary. The remaining electrical fit- 
tings comprise two two-button switch boxes, each con- 
taining one push-button for ringing cash fares and one for 
ringing transfers. These latter two boxes are not in use, 
however, with the present type of recording fare register 
hereinafter mentioned. The top of the pedestal has an 
aluminum plate which is used by the conductor and pas- 
sengers for making change. The conductor's 
emergency valve is also in this pedestal. 

. The pedestal itself, as shown in two of the accompanying 
interior views, is a tapered structure measuring 14% in, 
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Brooklyn Center-Entrance Car—View at Center of Car, 
Showing the Conductor’s Pedestal, Heaters in the 
Risers, Etc. 


in diameter at the bottom and g in. x 12 in. at the top. It 
consists of two jackets, the outer jacket rotating around 
the inner one in such a manner that only one set of door- 
operating switches is available at one time. This makes 
it impossible for anyone to open that pair of center doors 
which is not in use. 

The fare-accounting mechanism is of the well-known 
Dayton type, which prints a complete trip sheet in addition 
to registering transfers and all other classes of fares. The 
present installation is temporary, however, owing to the 
fact that the best method of using a register of this type in 
a center-entrance car has not been fully worked out. The 
only thing to be exposed is the indicator, which shows the 
class of fares received and the total fares collected for the 
given trip. The indicator, which is double-faced, extends 
above the pedestal used by the-conductor so that he can see 
exactly what he is doing when he is operating the machine 
to register any class of fare. With like ease the passenger 
can see that his fare is properly registered, while the indi- 
cations can also be read by an inspector standing in the 
street near the car. The recorder is now located above the 
conductor in the upper part of the car as shown in one of 
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the illustrations, but the manufacturer is atranging to 
place it in the pedestal so that only the indicator will be 
visible. The present recorder is operated with levers by 
the conductor, The pedestal type of recorder, however, 
will be operated by means of the electric push-buttons 
which have already been installed as previously stated. The 
future recorder will revolve with the turning of the pedestal 
by the conductor. No passenger can manipulate the ma- 
chine. Upon operation by the conductor, the indicator 
showing the kind of fare paid comes to view and stays in 
the same position until another fare is paid. All cash fares 
are shown in red and white, and all transfers and other 
paper fares are shown in black and white. 

The system of signals and method of fare collection and 
recording described eliminate entirely the usual register 
rods, signal cords and like devices, thus adding appreciably 
to the roominess already afforded by the arch-roof con- 
struction of this car. 


THE BOSTON STRIKE 


The labor situation on the Boston Elevated Railway is 
gradually becoming clarified. The strike has had little 
public sentiment in its support, popular feeling being that 
the men who left the company’s employ did so to their own 
hurt. Many men, however, have availed themselves of the 
opportunity given to return to work, and besides these many 
of the company’s former employees are again entering the 
service under the unusual conditions for advancement that 
are offered. 

The parade and demonstration last week aroused little 
public enthusiasm. In the main the procession of strikers 
as it moved through the streets elicited only faint applause. 
One heard on every hand expressions of disapproval of the 
men’s action. Prompt arrests and prosecution checked the 
tendency to riot and do damage that marked the early 
days of the strike. : 

Last Sunday a mass meeting was held on Boston Common 
at which about 15,000 people were present. There had 
been an effort to have national labor leaders in attendance, 
but none was prevailed upon to come, and in consequence 
only Organizer Fay and local labor men spoke. 

In an interview Vice-president M. C. Brush of the com- 
pany told the representative of this paper that the strike 
is on the wane and the men are returning. A large per- 
centage of the men left the company’s employ under the im- 
pulse of fear. They were intimidated and even their families 
were threatened if the men refused to go out. A majority 
of these men have not affiliated with the organization. Of 
the company’s 9300 employees, 4300 are in car service as 
motormen and conductors. The:men who left the com- 
pany’s service were entirely of the car service department. 
Of these, Mr. Brush states, 3000 remained loyal to the 
Elevated Company. 

An organization of loyal employees was formed, known 
as the Boston Elevated Fraternal Protective Association. 
In a letter dated June 13 its officers and general committee 
advised the president of the Elevated Company that they 
and their associates wished to continue work and to be 
protected from the interference of outside agitators. They 
objected, they stated, to the statement that the Elevated em- 
ployees were on strike, as two-thirds of the men were 
loyally running their cars. 

To this letter President Bancroft replied that the men 
could be assured of the protection of the authorities. The 
response stated that the number of men remaining in the 
company’s employ corresponded with that claimed by the 
Protective Association’s officers. 

The daily press has published frequent letters from loyal 
employees and the wives of employees, which expressed 
entire satisfaction with the company’s treatment and ex- 
pressions of gratitude for favors rendered by the company, 
its president and directors for help in times of illness. 
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FINAL SESSIONS OF THE CENTRAL ELECTRIC RAIL- 
WAY AND ACCOUNTANTS ASSOCIATION 


An account of the opening sessions of the Central Elec- 
tric Railway and Accountants’ Assdciations was published 
in the Erectric Rattway JournaL for June 15. The fol- 
lowing paragraphs describe the work done at the sessions 
held on Friday, June 14, the entertainments, etc.: 


CENTRAL ELECTRIC RAILWAY ASSOCIATION 


The Friday session was opened by President Whitney 
with a continuation of the standardization committee’s re- 
port. L. M. Clark, Indianapolis, requested that action be 
delayed in revising standards for equipment until the rec- 
ommendations of the Central Electric Railway Association’s 
committee were approved by the standardization committee 
of the American Electric Railway Association. Mr. Clark’s 
request for more time to confer with the latter committee 
was graiited. 

STANDARDIZATION 

The next order of business was a paper on “Standardiza- 
tion,’ by R. N. Hemming, superintendent of motive power 
Union Traction Company. An abstract of this paper was 
printed in the Erecrric RAtLway JourNAL for June 15, on 
page 1016. At the conclusion of his paper Mr. Hemming 
called attention to the need of standards to govern the 
interchange of cars as adopted by the Central Electric Rail- 
way Association in conformity with the Master Car Build- 
ers’ requirements. 

H. C. Marsh, General Electric Company, said that the 
manufacturers had adopted standards, but could not keep 
to them owing to the varied requirements of each electric 
railway. 

H. A. Nicholl, Anderson, noted that each manufacturer 
was continually changing the style of his product and 
recommending each new article as better than the last, thus 
making it almost impossible for railways to standardize. 

C. L. Henry, Indianapolis, said that much progress was 
being made by the various associations along lines of 
standardization at the present time. The Central Associa- 
tion committee on standards now had a working under- 
standing with the committee of the American Association. 
He added that electric railways were making better prog- 
ress than steam railroads in adopting standards. The steam 
railroads had adopted standards in compliance with legisla- 
tion, whereas the electric railways were adopting standards 
in advance of legislation. 

PUBLICITY AND ACCIDENT PREVENTION 

A. D. B. Van Zandt, publicity agent Detroit United Rail- 
way, then read his paper on “Talking to the People,” which 
was abstracted on page ro15 of the Erecrric RatLway 
Journat for June 15. In conclusion he added that his road 
makes it a point to reply to all complaints either through 
the press or by way of bulletins placed in all cars. He 
thought the bulletins offered the best method of publicity 
because he had found that they were read more than if 
the information was handled by the press, In order to 
reduce accidents, he was placing prominently displayed 
posters in all cars. These posters call attention to the most 
common forms of carelessness which end in accidents. 

E, F. Schneider, Cleveland, read extracts from a recent 
folder on his company’s publicity campaign along accident 
reduction lines. Attention was called to the fact that the 
safety of a railway hinges in part upon the care used by the 
patrons. Most accidents were due to carelessness on the 
part of passengers. His folder also requested the public 
to report all wires down or other cases of evident trouble. 

H. H. Buckman, New Albany, said that the traffic depart- 
ment of his road is using the backs of tickets to publish 
warnings to patrons. Lantern slides at moving picture 
shows had also been used. The attention of the members 
was directed to the Boston method of educating children 
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by distributing catchy rhymes which contained warnings. 

In concluding the discussion on publicity and accident 
prevention, Mr. Henry said that publicity campaigns were 
doing more good than railway companies realized. He had 
posted trespass warnings along rights-of-way of his road 
at the request of the Indiana State Railroad Commission. 
After a time he had investigated results and had found that 
the number of trespassers had been reduced go per cent. 

; ANTI-CLIMBERS 

Mr. Buckman reported that progress had been made in 
investigating the use of anti-climbers. The letters sent by 
various users stated that the anti-climbers had prevented 
telescoping and had reduced injury to passengers and repair 
costs to a minimum. 

MISCELLANEOUS 

On Thursday night the supply members of the Central 
Electric Railway Association entertained the railway mem- 
bers and their wives at a fish dinner, which was followed by 
a ball at the Cedar Point Dance Pavilion. About 265 people 
were present. At the close of the Friday session many of 
the visitors enjoyed a boat trip on bay and lake. About 120 
members made the trip to the meeting on two special cars 
which were run from Indianapolis to Sandusky. One car 
ran by way of Anderson, Muncie, Bluffton and Fort Wayne 
and the other by way of Richmond, Dayton and Piqua. The 
return trip with these cars was made on Saturday morning, 
June 15. 

The next meeting of the Central Electric Railway Asso- 
ciation will be held Aug. 22 at St. Joseph, Mich. 


ACCOUNTANTS’ MEETING 


A feature of the Friday session of the Central Electric 
Accountants’ Association was an exhibit of all blank forms 
used by member companies. The first order of business 
was a continuation of the discussion of the report made 
by the standing committee on freight accounts. One im- 
portant point brought out in this discussion was the neces- 
sity of a uniform quadruplicate waybill, one copy of which 
should be kept by the agent, while the original and two 
copies were sent with each shipment. Upon receipt of the 
shipment by the agent at destination, the original waybill 
should be returned to the auditor, the receiving agent re- 
taining one copy for his records while the other copy went 
to the consignor as a receipt. 

F. T. Loftus, Indianapolis & Cincinnati Traction Com- 
pany, stated that previous to its present system his line kept 
no cash book for agents, but it had been found necessary to 
install the cash book system in each agency. In this manner 
complete record is kept by each agent of all business trans- 
acted. 

Upon motion by E. L. Kasemeier, the report of this com- 
mittee was adopted. It is to be printed in full later and 
distributed to member companies. 

ACCOUNTING FOR CAPITAL EXPENDITURES 

In the absence of B. E. Bramble, general auditor Illinois 
Traction System, Secretary Witt read the former’s paper 
on “Accounting for Capital Expenditures.” An abstract 
was published on page 1023 of the Evectrric RAILway 
JourNnAL for June 15. 

In discussing this paper Mr. Kasemeier noted the fact 
that the requirements of the Interstate Commerce Commis- 
sion make it necessary to adjust all betterment reserves at 
the close of each fiscal year. 

President Shroyer asked about charging the increased 
cost of replacements to construction accounts. The general 
opinion was that the difference between the original cost 
and the cost of renewal would be a proper charge to con- 
struction. Many roads were replacing s50-lb. and 60-lb. rail 
with heavier types, and new ties were being treated at a 
considerable increase in cost over the old untreated ties. 
All of these items went to increase the valuation of a road 
and were a proper charge to construction, that is to say, 
the difference between the old cost and the new. 
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INTERLINE ACCOUNTING 

F. T. Loftus, auditor Indianapolis & Cincinnati Traction 
Company, presented a paper on “Method of Settlement for 
Interline Accounts.” An abstract was printed on page 1024 
of the ELecrric Rarway Journar for June 15. President 
Shroyer stated that the paper, if followed, would enable 
any auditor to keep his interline passenger accounts cor- 
rectly. ; 

Mr. Kasemeier suggested the advisability of using the 
prefix “C. E.R: A. A.” on all interline forms together. with 
local form numbers. This suggestion was adopted, 

; MISCELLANEOUS 

Following a discussion of the Question Box, it was voted 
that the president name a committee of three to meet prior 
to the December meeting to arrange for handling all ques- 
tions submitted. ; 

The next meeting will be held at South Bend, Ind., dur- 
ing the month of December upon a date to be settled later 
by the executive committee. 


FLANGE LUBRICATION OF ELECTRIC AND STEAM 
LOCOMOTIVES 


The report of the committee on flange lubrication of the 
American Railway Master Mechanics’ Association, which 
was presented at the June convention of that association at 
Atlantic City this week, contains some interesting data on 
flange lubrication of both steam and electric locomotives. 
The total number of railroads using such lubricators is not 
given, but it is stated that more than thirty railroads have 
adopted them since the IgII report was presented. In most 
cases only a few iocomotives have been supplied, but one 
railroad has equipped more than I100 locomotives. No 
cases of the abandonment of flange lubrication are reported, 
although several roads have replaced certain types which 
were applied experimentally. Some railroads stated that 
hard grease was unsatisfactory because the grease catches 
and holds sand so that the resulting abrasive action in- 
creases instead of diminishes the flange wear. Graphite 
has been successful on some roads, but others have aban- 
doned it for crude oil. In fact, crude oil with a heavy 
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asphaltum base is spoken of with the greatest favor by its 
users. It has been successfully applied in both hydrostatic 
and gravity feed devices. 

A type of lubricator which was developed to meet the 
requirements of electric locomotive service through the St. 
Clair Tunnel by W. D. Hall, superintendent of power plant 
and electrical equipment Grank Trunk Railway, is shown in 
the first engraving. The oil for this lubricator is contained 
in an air-tight receptacle of I-quart capacity, whence it 1S 
led to the wheel flanges by pipes and sprayed upon the 
flanges by jets of air. The air is supplied from the main 
reservoir by a %4-in. pipe which is connected to the oil 
receptacle above the surface of the oil. A branch of this 
pipe is connected to the oil delivery pipe which leads to the 
flanges. When used with electrical equipment the air 1s 
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controlled by an electric push button so that the lubricant is 
applied only when needed, as on curves. This apparatus 
has been in successful operation since July ro, tgi0. ‘The 
six electric locomotives to which it has been applied haul 
1000-ton trains up and down 2 per cent grades on which 
flange wear had been quite heavy owing to the many curves 
and the rather low center of gravity of the locomotives. 
This lubricator has so improved conditions that 50,000 miles 
and more are made between wheel tire turnings. This 
means that the wheels can be removed for turning at the 
same time that the armature is removed for commutatot 
dressing. The former mileage made between tire turnings 
was from 12,000 to 25,000 miles. Filtered reclaimed arma- 
ture-bearing oil is used as the lubricant. Several other 
companies reported a great increase in the mileage of 
wheels between turnings because of flange lubrication. 

The second diagram shows an air-operated flange lubri- 
cator used on the electric locomotives of the Baltimore & 
Ohio and Pennsylvania railroads. This lubricator is placed 
in the cab. It has side feeds to indicate the rate of forma- 
tion of the drops of oil. The temperature of the air and oil 
is raised by passing them through an electric heater. The 
oil is led to the wheel flange by pipes and is spread upon 
the flanges by air supplied from the main reservoir. The 
committee also reports that improvements have been made 
in the Collins type, in which a lubricating block of graphite 
composition is pressed against the flange by a coil spring 
and plunger. 

The question of saving in rail renewals and decreased 
train resistances due to lubrication of rails on curves was 
investigated by the Pennsylvania Lines west of Pittsburgh 
on curves of 3 deg. 20 min. and Io deg. respectively. The 
investigators concluded that lubrication would cause an ap- 
preciable saving in flange wear on roads with curves of 4 
deg. or more. Records of rail renewal on the Sierra- 
Nevada division of the Southern Pacific Railway, where all 
the locomotives are equipped with flange oilers, show that 
since the latter have been in service the average life of the 
outside rail on all curves of more than 5 deg. has been 
increased from twelve months to thirty-two months, while 
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the average life of the inside rail on the same curves has 
been increased from thirteen months to thirty-three months 
in spite of the fact that the rails are now removed with a 
much smaller percentage of wear than was formerly the 
case, At the same time the average daily tonnage has in- 
creased 47 per cent as compared with the three years prior 
to May, 1908, when the flange oilers were installed. 


The record of passenger train performances on the steam 
railroads of New York State shows that during April last 
the number of trains run was 62,632. Of the number of 
trains run, 85 per cent were on time at the division terminal. 
The average delay for each late train was 26.8 minutes, 
and the average delay for each train run was 4.1 minutes. 
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Studies of the Feeder Requirements for 


Effect of Mercury Amalgam in Increasing Conductivity, Etc., 


During the fiscal year ended Jan. 31, 1910, the transmis- 
sion and distribution division of the Board of Supervising 
Engineers devoted considerable time to investigating the 
negative return system with special reference to electrol- 
ysis. A bond-testing instrument was developed, and both 
bond and cross-bond terminal tests were made in order to 
determine the conductivity and relative resistance of vari- 
ous types of bonds under various methods of application. 

NEGATIVE RETURN SYSTEM—SPECIAL WORK CABLES 

The bonding and auxiliary cables at track special work 
were fully standardized and adopted by the board in Sep- 
tember, 1909; but the practice as finally adopted does not 
differ in essential features from the plan followed during 
the reconstruction work of 1907 and 1908. A fundamental 
requirement of the ordinances is that the conductivity of 
joints shall not be less than that of the rail itself. Below are 
noted the principal electrical elements of the bonding de- 
sign. Through that portion of the special work which is 
liable to replacement for renewal of parts the equivalent 
conductivity of the four rails is secured in three ways: 
(1) Four copper cables connected around the special work 
with ends electrically welded to the rails and aggregating 
4,000,000 circ. mils; (2) the installation of No. oo bonds at 
each internal joint, which on the four rails approximate 


532,000 circ, mils; (3) the estimated conductivity of eight 


twelve-bolt joint plates on the four rails, equivalent to 
2,000,000 circ. mils, making a total conductivity of 6,532,000 
circ. mils. 

An electrically welded 129-lb. rail has a conductivity 
equivalent in round numbers to 1,500,000 circ. mils copper, 
giving a total of 6,000,000 circ. mils for the four rails. It 
will thus be seen that more than the full carrying capacity 
of the track rails is provided for through the special work. 
These special work cables are, of course, additional to the 
straight track auxiliary cables of 500,000 circ. mils to 10,- 
000,000 circ. mils total capacity, which are located between 
the inside rails on all reconstructed lines. 

ELECTROLYTIC INVESTIGATION 

In the design of the negative copper return system pre- 
viously outlined average conditions with respect to the 
return of current to the negative busbars at maximum load 
were approximated as nearly as possible, but on account of 
the changes in negative potential distribution with each re- 
routing or redistribution of cars or changes in station load 
corresponding changes in the distribution of return current 
were inevitable. This necessitated local studies which also 
involved the examination and protection of underground 
metallic structures other than those of street railways. 

Although the full carrying capacity of the track rails in- 
sures that most of the return current will follow this path 
to the negative station busbar, a certain proportion may 
reach other metallic underground structures which may 
happen to offer another return path to the locality of the 
power or substation. The negative copper return system 
was devised on account of the necessity of protecting such 
structures, 

Another factor involved was the change in standards im- 
posed by the city government. This change from the origi- 
nal municipal code, as embodied in an ordinance passed by 
the City Council in February, 1909, gives the essential re- 
quirement of 25 volts maximum drop in the return circuit. 
This maximum drop is one-half of that allowed by the 
standard adopted by the Board of Supervising Engineers 


Return Circuits, Methods and Results of Tests on Bonds of Different Types, 


as Reported by Board of Supervising Engineers 
for positive feeders. To illustrate what this requirement 
for negative drop means, it may be stated that in the actual 
installation the carrying capacity of through negative cop- 
per paralleling the rails averages about 15 per cent of the 
carrying capacity of the rails themselves and about 32 per 
cent of that of the positive feeder system. This positive 
feeder averages 2,735,000 circ. mils over the entire system 
of double track. Therefore, including the conductivity of 
the rails themselves—6,000,000 circ. mils—the total nega- 
tive return copper averages 250 per cent of the positive 
feeder copper, that is, two and a half times the amount. 
The maximum drop in potential allowed is 25 volts for the 
negative and 50 volts for the positive feeders. If this 
ratio of potential drop prevailed throughout the system the 
ratio of conductivity would necessarily be in the same pro- 
portion. The reason the total negative return conductivity 
does not approximate twice that of the positive is that the 
relative drops of 25 volts and 50 volts respectively represent 
the maximum allowable. In fact, the considerable lower 
negative drop has actually been provided, which increases 
the ratio from 2 to 2.5 as indicated above. From this it is 
apparent that the negative return system has been developed 
in Chicago along exceedingly liberal lines. 
BOND TESTING 

All-new rail joints welded during the year are tested for 
conductivity soon after installation and the remaining 
joints, welded in previous years, are re-tested periodically. 
The summary presented herewith for the three years past 
shows that on the average 98.88 per cent of the electrically 
welded joints installed were of full conductivity at the time 
of test; the defective ones are corrected by rewelding: 


Taste I.—SumMary oF Conpuctivity Tests or ELectricAtty WetLprEp 
Jotnts ON ty. 


1907 1908 1909 Total 
No. Per Cent No. Per Cent No. Per Cent No. PerCent 
Total tested .. 8105 15,501 20,657 44,263 
100 per cent or 
better ...... 8032 99.10 15,467 99.78 20,270 98.13 43,769 98.88 
Below 100 per 
cent, no break 
Visible ccs ve 12 0.15 10 0.06 181 0.88 203 0.46 
Broken: s,s 61 0.75 24 0.16 206 0.99 291 0.66 
TOthl sees ax 730.90 34 0.22 387 1.87 4904 1.12 


BOND-TESTING SET 

The most important provision of the 1907 ordinances in 
relation to the return circuit is that the conductivity of all 
joints however made shall not be less than the conductivity 
of the stock rail itself. This premise forms the basis of 
the design of the joint-testing apparatus which is now in 
use by the board. Various types have been experimented 
with from time to time and some trouble has been experi- 
enced in obtaining the proper contact on the rail head owing 
to the interference of the abutting paving. In this and 
other minor details the present instrument was developed 
for Chicago conditions. The instrument consists essentially 
of two parts, first, a folding framework fitted with three 
steel rail contacts 3 ft. apart, and second, a standard differ- 
ential voltmeter controlled by a two-point switch (in the 
circuit through the unjointed rail). As shown in Bigs, 
the frame is so placed on the rail that the joint is included 
between two of the terminals with an equal length of un- 
jointed stock rail between the center and the other outer 
terminal. If the voltmeter reading indicates a joint con- 
ductivity of 100 per cent or over, this is the only observa- 
tion required. If less than 100 per cent, the voltmeter is 
connected up with a detachable prod by which contact is 
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made at successive points along the rail until a balance 
appears on the differential voltmeter. The conductivity of 
the joint may be then computed from the relative rail dis- 
tances included between points. 

An average of about 200 joints may be tested in a day of 
eight hours on a fairly free track, which corresponds to 
slightly over a mile of single track a day per man. In 
using this instrument it is the object to test all new joints 
after they are welded to determine whether they meet the 
contract requirements. Further periodical tests for per- 
manency of the joints then become a matter of operating 
routine. With this rapid progress it thus becomes practi- 
cable to maintain a running record of the condition of the 
joints in order to insure that they may be kept up to the 
high efficiency stipulated by the ordinances. 


BOND TERMINAL TESTS 

On account of its importance in connection with the 
development of a negative copper return system in the 
effort to minimize electrolysis and the absence of compara- 
tive data, the subject of bond terminal conductivity was in- 
vestigated, the experiments being carried out in the elec- 


Taste Il—SumMary or Cross-Bonp TerMinat Tests witH RELATIVE 
ResisTANce In OHMs AND PERCENTAGE 


; Compressed Compressed 
Pin Terminal Terminal 

‘ Terminal Applied by Applied by 

Averages, eight _ Applied Hand-Screw Hydraulic 

_ tests each. Usual Mode. Compressor. Compressor. 

Plan drilling ....2.<... 0.000013046 0.000012846 0.000012482 
Percentage os. 245 <s- 100 98.46 95.68 

Plain drilling, with oil.. 0.000012818 0.000012620 0.000012374 
Pomeranian falc! sn 100 98.45 96.53 

plotted. Hole 9. .6.0.6«0h - 0.000012786 0.000012191 0.000012524 
Perceftage ....0 ese 100 95.34 97.95 

Threaded hole ........ 0.000012699 0.000012634 0.000012247 
Percentage. .:.<..-s+ 100 99.48 96.44 

Total of 32 tests each 0.000012830 0.000012573 0.000012402 

Percentage ..-+..<..% ,100 


97.99 96.65 


trical laboratory of the Armour Institute of Technology, 
under the direction of the board. These tests comprised 
two series—first, cross bond terminals, second, auxiliary 
cable terminals. 

CROSS-BOND TERMINALS 

The character of cross bonding was specified in general 
terms in the ordinances of February, 1907, and a subse- 
quent resolution (No. 69) of the board, July 30, 1907, pre- 
scribed a No. 00 copper bond with 34-in. pin terminal, 
spaced not over 330 ft. apart along the track. 

Two types of copper bond terminals were tested, as 
shown in Fig. 2—first, that using a tapered steel pin drifted 
into the central hole to expand the bond into the bore, 
and, second, a solid plug expanded into the bore by means 
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Assembled View. 
Fig. 1—Bond-Testing Instrument. 


of a hand or hydraulic.compressor. In each case sample 
test plates were prepared with holes bored to exactly the 
same size. 

On one set of test plates a small slot was cut along the 
inside surface of the bore; on another set threaded holes 
were used; on the remainder plain drilling, both with and 
without oil on the contact surface. 

These two types of bonds were applied with standard 
track tools under the supervision of representatives of both 
the Board of Supervising Engineers and the manufac- 
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turers. While greater care doubtless was exercised than 
would be the case in the field, yet this was necessary in 
order to secure relative results from the tests. Contact 
resistance was measured by the fall of potential method, 
with 100 amp to 200 amp current flow in each case, dupli- 
cate observations being made with current flowing in oppo- 
site directions so as to neutralize the tendency to develop 
a difference of potential by thermo-electric contact. 
RESULTS OF BOND TESTS 

The general results developed the following facts: 

A D 
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Cc B LO) 
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’ Cleveland Weld 
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Compressed Application of Shearing Load 
Terminal Terminal Electric Ry. Journal 


Fig. 2—Cross Bond Terminals; and Fig. 4—Welded Joints 
and Application of Shearing Load 


lirst—Averaging the thirty-two tests on each type, the 
hydraulic compressed bond shows the least resistance, viz., 
about 96.65 per cent of the pin terminal type. Stated in 
terms of conductivity, the pin terminal bond is 96.65 per 
cent and the hand-compressed bond 98.64 per cent of the 
hydraulic compressed bond considered as the standard, 100 
per cent; 

Second—TVhe best form of terminal is that in which the 
flow of copper is into and not out of the bore, that is, one 
in which the flow is restricted. In this respect the com- 
pressed terminal is superior, although not so easy to apply 
as the pin terminal, and it also insures a much better 
mechanical attachment. 

Third—A certain pressure between copper and steel is 
essential to good electrical contact. Conductivity improves 
up to about 35,000 Ib. per square inch. With the pin 
terminal, however, it is found that around 20,000 lb. the 
copper begins to flow out of the bore and no higher con- 
tact pressure is possible on this account. This maximum 
is somewhat dependent upon the texture of the copper and 
the lubricant used, and upon the manner in which the pin 
is driven into place. 

Fourth—General precautions to be taken in bonding as 
largely developed from these tests are as follows: Use 
only accurately ground drills, entered at right angles to 
the web, and finish smooth. The surface of the rail web 
should be cleaned for ™% in. around the bore, and the 
latter should be thoroughly cleaned and dried before bond- 
ing; thus the head of the bond will properly abut the web 
surface. In driving the pin a heavy lubricant should be 
used, first with a drift pin of the proper size (7/16 in. for 
a 34-in. terminal), care being taken to avoid striking the 
bond itself. 

Contact pressure between the abutting surfaces was in- 
vestigated (in a preliminary way) before the principal 
tests were undertaken. For this purpose split test plates 
were prepared for bonding in the manner already described 
and placed under compression in the testing machine before 
bonding, to as nearly the maximum as could be judged, 
namely, 20,000 Ib. With this initial external pressure on 
the pin terminal bond it was found that the introduction 
of a drift pin or a taper punch resulted in a decrease of 
contact pressure, indicating a tendency for the metal to 
flow out when unrestricted, while with the compression 
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bond an increase in radial pressure above the initial pres- 
sure was observed when outside compression was applied 
to the bond. 

Two sizes of drift pins showed the interesting results 
that the larger pin gave the poorer contact in every case 
except where the bore was threaded. It is probable that 
this difference noted between a 15/32-in. and a 7/16-in. 
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Fig. 3—Weld Used on Most Trackwork; and Fig. 5—Exper- 
imental Bolted Terminal of Exceptional Conductvity 


drift was due to a greater flow of copper with the larger 
drift, which was sufficient to disarrange the metallic par- 
ticles in contact. 


TaBLe IIJ.—Errecr or Size or Drirt Pin.—ReEsIstANCE IN OHMS AND 
PERCENTAGE 
Terminals Furnished 
for Test with 15-32” 
Special Drift Pins 
0.000013153 


Terminals from 
C. C. Ry. with 7-16” 
Standard Drift Pins 

0.000012725 


Kind of Drilling 
le Shel, ehallbiorer Vaeiryoc conc 


Percentage < <<icrssveyer sels 103.36 100 
Plain drilling, with oil.... @.000013120 0.000011915 
er Cenia ger Gere islet rere TOFD 100 
Slotted Hole: etectecisis sieis tere 0.000013165 0.000011650 
Percentage ...cc0s eee ses 113 100 
dbreaded Mole sas meee leis 0.000012447 0.000013335 
Percentage .an see creas 93.34 100 


TEST OF MERCURY AMALGAM 

The value of mercury amalgam in increasing the con- 
ductivity of terminals was also ascertained. Six test plates 
were prepared, three for pin terminals, three for com- 
pressed terminals. The effect of high polish on the termi- 
nal and of an intervening oil film was also determined. 

The results showed that amalgamation reduced the con- 
tact resistance on both types of terminals in the ratio of 
approximately 100:94; that the effect of high polish was to 
reduce the contact resistance considerably, but this was 
much less marked on the amalgamated than on the plain 
terminal; that in both plain and amalgamated terminals 
those applied by the compressor showed uniformly lower 
resistance. 


TaBLe 1V.—Errect or AMALGAMATION AND PortsH.—RELATIVE CONTACT 
RESISTANCE, IN OMS AND PERCENTAGES ~ 

Maximum Minimum Average 

0.00001951 0.00001595 0.00001758 

0.00001842 0.00001544 0.00001662 

0.00001713 0.00001576 0.00001644 

0.00001595 0.00001502 0,00001544 


Pane termite) platter atstevelersistels sl ele 
Pin terminal, amalgamated......... 
Compressed terminal, plain........ 
Compressed terminal, amalgamated. 


PercentaGEs or AVERAGE RESISTANCES 


Pin terminal, amalgamated percentage of plain..........ssseeeeees 94.5 
Compressed terminal, amalgamated percentage of plain...........5 93.9 
All terminals, amalgamated percentage of plain.........eecseecees 94.2 
Plain compressed terminal, percentage of pin terminal............ 93.5 
Amalgamated compressed terminal, percentage of pin terminal...... 93.0 
Errecr or Porisninc TERMINALS 
Plain terminals well polished—percentage of not polished.......... 86.5 
Amalgamated terminals polished—percentage of not polished....... 93.0 


Errect or PotisH AND LusprrcATion ToGeTwEer ON Pin Trrmrnat Bonps 
Plain terminals, well polished and greased, percentage of not polished 


Ebarcl tolhavd® Uogno de DOD SACO OO CMCUOO ASO mre OMe oni koran: 81.7 
Amalgamated terminals, well polished and greased, percentage of not 
Polished ands Civ wen carue ernie ie arale viele tus eit cl elcs Wi HO ce 83.8 


AUXILIARY CABLE TERMINALS 

Welded terminals were not considered economical for 
ordinary cross bonds on account of the high relative cost 
of the limited number of connections necessary. However, 
in the use of auxiliary cable around special work, the in- 
tegrity of the through bonding is so important that more 
effective means may well be resorted to than offered by 
the simple pin terminal type which may be suitable for 
cross bonds. The standard cable connection adopted by 
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the board provides a 1,000,000-cire. mil cable for each 
track rail, extending through the special work and con- 
nected to the webs of the abutting stock rails on each side 
of the special work. This makes it possible for the ordi- 
nance to be complied with in regard to conductivity at any 
location, even if the special work is quite disconnected. 

The tests comprised five different types of terminals. 

First—Welded connection (Fig. 3), in which the weld is 
made under current of 15,000 amp to 25,000 amp applied 
with flux and spelter and a final compression of about 
15 tons. 

Second—The same type of joint with a considerable re- 
duction in the final pressure applied. 

Third—Welded connection shown in Fig. 4, in which the 
cable is inclosed by a mold containing an overflow chamber 
and clampéd against the freshly cleaned web of the rail. 
Especially prepared copper is poured into this mold. 

Fourth—Bolted type terminal (Fig. 5) constructed espe- 
cially for this experimental work, and so designed that the 
thickness of copper and the length of iron bolt are in- 
versely proportional to the expansion coefficients of copper 
and iron so that changes in temperature will not tend to 
loosen the connection. This type was tested under vary- 
ing compressions with both increasing and decreasing loads 
and plain as well as amalgamated surface. 

Fifth—A multiple-pin type terminal, which was made up 
from standard bond terminals. 

Resistance was measured by the Thompson double bridge 
method, care being exercised to avoid the effect of counter 
potential from thermo-electric contact. Mechanical strength 
was also measured as the resistance to vertical shear, that 
is, to force applied parallel to the rail web. 

An analysis of the general results of the tests shown in 
the accompanying table indicates: 

First—A very large improvement in the conductivity— 
over 50 per cent—of Type 1, by reducing the final compres- 
sion as noted under the description of Type 2. 


| 
| LEGEND: 
|A-Plain surface, increasing load, 
B-Plain surface, decreasing load. 
|C-Amalgamated surface, increasing load, 
D.-Amalgamated surface, decreasing load.) 


Resistance in Microhms 


100000 125000 


Electric Ry. Journal 


25000 50 000 75 000 
Load in Pounds 


Fig. 6—Contact Resistance Curves 


; Second—Amalgamation materially reduces the contact re- 
sistance of metal surfaces under pressure. 

Third—The effect of pressure on resistance is sum- 
marized in the curves (Fig. 6), which show that under a 
pressure of about 75,000 Ib. or 50,000 Ib. per square inch 
the improvement in conductivity practically ceases; also 
that the effect of increasing and decreasing loads while 
practically negligible on the plain surface is very marked 
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on the amalgamated surface, the latter showing a tendency 
toward permanent adhesion. ‘ 

Fourth—Bolted type terminals show ten to fifteen times 
greater unit conductivity than either of the welded type 
terminals and at about one-half the cost per terminal. 

Fifth—The cable weld Type 3 showed the greatest me- 
ay strength—13,200 Ib. shear per square inch of con- 
act. 

Sixth—A bolted type terminal can be developed which 
will be suitable for installation in limited numbers, while 
for a large number of connections the cable weld is most 
desirable on account of its higher mechanical strength and 
conductivity at lower cost. E 

As a result of these tests it was decided to adopt the 
electrically welded terminal as the standard. This stand- 
atd is now in force on the lines of the Chicago City and 
Chicago Railways companies. . 2 


Taste V.—SuMMary or Tests on WeEtpED Bonp TERMINALS,—RELATIVE 
RESISTANCE IN OuMS AND PERCENTAGE 


Type 1, Type 2, Type 3, Type 5, 
Maximum Minimum Cable Type 4, Multiple 
Pressure Pressure Contact Bolted Pin 
Bee ends Applied Applied Weld Type Terminal 
Pe ely ae Tr 48,000 *60,500 BOO Boe aaitas a Olaieng se osu 
Per square inch.. 3,000 *5,120 jhe al Sr 
Resistance pn. yagi Saad eS ne 
IE ns 0.00000630 **0.00000414 0. § 
Nee 00414 0.00000530 0.00000043 0.00001450 
ee. as Saks PES wpa Nwues ***+31,900 $2,150 2,800 
ercentages: é 
Mechanical total.. 100 126 138 
Mechanical square 
——_ Tere er og 171 440 Stench Ae 
esistance ...... 66 8 
Conductivity of : : ae 
joint ......-.. 100 152 119 1460 43 
Conductivity 
square inch.... 100 207 381 1563 
PRN eee Wk xe 100 aiclae 42 48 62 


*Average of three terminals tested. 
** Average of five readings. 
***Tncludes $1,100 for the perpetual lease on the car. 
TIhe cost of each additional 1000 welds would only be about $800. 


DISCUSSIONS AT THE NATIONAL ELECTRIC LIGHT 
ASSOCIATION CONVENTION 


In the Erecrric Rat~tway JouRNAL for June 15 abstracts 
were published of the more important papers and reports 
presented at the National Electric Light Association con- 
vention at Seattle last week and the proceedings on the 
first three days. Among the other papers presented at the 
convention a number of matters of interest in the electric 
railway field were brought out both in the papers them- 
selves and in the consequent discussion. These have been 
covered very briefly in the following series of abstracts. 

PROGRESS IN ENERGY TRANSMISSION 

In the report of the committee on progress in energy 
transmission mention was made of Sir William Ramsay’s 
proposal to generate gas direct from underground coal in 
English mines for use in gas engines. Attention was called 
to the number of transmission systems now operating at 
100,000 volts or over. Hydroelectric development received 
considerable attention in the report with regard to existing 
plants as well as to new projects in that field. 

CORONA ON HIGH-TENSION LINES 

The subject of the occurrence of corona on high-tension 
lines was treated in a paper by G. Faccioli, which stated 
that the presence of corona indicates in general that the 
dielectric strength has been exceeded and, while no danger 
may result at the normal operating voltage, the formation 
of arcs is likely to occur during momentary rises of 
potential. Insulating and conducting materials may also be 
disintegrated by the consequent formation of ozone, nitrous 
or nitric acid. The occurrence of corona increases line 
losses slowly at first but at a rapidly increasing rate as 
the voltage rises above the critical limit. As a means for 
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preventing the occurrence it was suggested that metallic 
spheres or disks be placed at regular intervals along the 
conductor, or else that two conductors in parallel be placed 
close together, The latter procedure was shown to increase 
the critical voltage. In the discussion it was stated that at 
the 110,000-volt installation at Niagara Falls the discon- 
necting switches had been constructed of tubing to avoid 
the occurrence. It was also stated that the phenomenon had 
been observed at tensions as low as 2300 volts. 

; STORAGE BATTERIES IN STATIONS 

The paper on twenty-four-hour service in small stations 
dealt mainly with the possibilities resulting from the use 
of storage batteries and in general favored their use. The 
authors’ statement that 15 per cent of the first cost would 
cover interest, depreciation, maintenance, insurance: and 
taxes was questioned in the discussion, and it was pointed 
out that even under good conditions the life of the plates 
might not exceed ten years. However, it was also stated 
that .when properly maintained the life of the positive 
plates, which involve only a fraction of the total first cost 
of the battery, is largely determined by the ampere-hour 
output, 

OFF-PEAK LOADS 

The advantages resulting from the off-peak character- 
istics of a load produced by an electrically operated 
municipal water-pumping station were covered in a paper 
by C. A. Monroe. This paper gave figures to show mutual 
profit both to the city and to a central station by installing 
a reservoir and performing this work by electric power 
purchased at a low rate. Another paper gave figures on 
electrically operated ice plants, showing that of the 146 
central stations operating ice plants nearly all reported 
satisfactory results. One ice plant in Chicago was reported 
in the discussion as producing 1 ton of ice on 60 kw-hr. in 
summer and on 42 kw-hr. in winter, operating on a load 
factor of from 60 to 70 per cent. The installation of many 
small.electrically operated ice plants at short intervals in 
cities was stated to effect large savings in haulage. 

SALE OF ENERGY TO LARGE MOTOR USERS 

The report of the committee on selling energy to large 
motor users of the West stated that an analysis of the 
rates showed a variation from 3 cents to 0.6 cent per kw-hr. 
About half the companies were reported to provide special 
rates for off-peak business. 

REPORT OF LAMP COMMITTEE 

The lamp committee of the lamps and illumination section 
recommended that all member companies of the association, 
large and small, adopt the graphitized-filament lamp as a 
substitute for the carbon lamp. It was stated that the sales 
of the latter type were rapidly decreasing and in 1912 would 
probably not exceed 20 per cent of the total sales. In the 
discussion the tungsten-filament lamps were reported 
superior to the graphitized-filament lamps for sizes larger 
than 150 watts. The former was, in fact, apparently 
accepted as the lamp of the future. 

ELECTRIC MOTOR-VEHICLE COSTS 

The discussion on the paper on motor vehicle costs in 
the accounting section brought out the statement that heavy 
electric vehicles averaged 25 cents per car mile in Kansas 
City, the motor cycle for light work, however, costing only 
3 cents per mile. The average cost in Philadelphia was 
reported at 21 cents per car mile for heavy vehicles. 

OFFICERS 

The following officers were elected for the ensuing year: 
President, Frank M. Tait, of Dayton, Ohio; first vice-presi- 
dent, J. B. McCall, of Philadelphia, Pa.; second vice-presi- 
dent, H. H. Scott, of New York City; treasurer, W. W. 
Freeman, of Brooklyn, N. Y.; members of the executive 
committee for three years, J. A. Britton, of San Francisco, 
Cal.: C. E. Groesbeck, of San Diego, Cal., and C. A. Stone, 
of Boston, Mass.; executive committee member for one 
year, filling Mr. Scott’s unexpired term, R. SSOrr uot 
Pittsburgh, Pa. 
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FRANCHISE AGREEMENT BETWEEN THE CITY OF 
PROVIDENCE AND THE RHODE ISLAND COMPANY 


On May 28, 1912, the Mayor of Providence, R. I., formally 
approved the new franchise agreement with the Rhode 
Island Company, whereby the city of Providence gives the 
company an exclusive street railway franchise for the term 
of twenty years from July 1, 1912, for specified considera- 
tions, such as the building of an East Side tunnel to replace 
the present counterweight line on College Hill, a franchise 
tax, certain payments for laying out new and iriproved 
highways and the installation of new cars of prepayment 
design. The franchise agreement is based very largely upon 
the report made to the municipality by B. J. Arnold. An 
abstract of this report was published in the ELecrric Rat.- 
way JouRNAL for Aug. 19, I9II. 

TRACK CHANGES 

Sections 1 and 2 provide that the company shall build and 
operate a double-track subway through a part of College 
Hill within two years, and Section 3 provides for the dis- 
continuance of street car service on certain streets after 
the tunnel is completed. 

Section 4 provides for additional tracks in other streets, 
and Section 5 relates to new tracks in existing streets. 

Section 6 provides for the widening of certain streets on 
which the company will receive the right to operate double- 
track lines in some cases and single-track lines in others. 
Upon the completion of each street improvement, the rail- 
road is to pay annually during the existence of its exclusive 
franchise an amount equal to 4% per cent of one-third of 
the cost to the city of all land and building damages or. of 
acquiring the highway right-of-way.. 

Section 7 specifies that only tracks on Portland cement 
concrete sub-base shall be constructed in all new or renewal 
work on lines which are paved with a sub-base of such con- 
crete, unless the joint standing committee on railroads of 
the City Council and the commissioner of public works shall 
modify or rescind ‘this obligation. In all other streets only 
tracks on concrete sub-base or its equivalent shall be con- 
structed in all new or renewal work on lines within any 
street, unless the authorities modify this obligation. It is 
agreed that 6 in. of broken stone 34-in. size and less under 
and between the ties, with granite blocks grouted with 
either cement or tar and gravel, will constitute an equiva- 
lent to the last-named construction. Electric switches are 
to be installed at numerous points as specified. Automatic 
electric signals are to be installed on all single-track turn- 
outs when built, and one-fifth of the present hand-throw 
signals are to be replaced at the end of each year. 

ROLLING STOCK CHANGES 

Single steps for new passenger closed cars are not to be 
more than 16 in. from the top of the rail nor more than 
14 in. below the platform level when the car is empty, and 
on all passenger closed cars now in service not more than 
17 in. from the top of the rail nor more than 15 in. below 
the platform level when the car is empty. The city also 
reserves the right to order changes in the steps of open 
cars. All new cars are to have illuminated signs as recom- 
mended in the Arnold report. Electric signal bells are to 
be installed in all cars as soon as practicable. 

WAITING ROOMS 

Sidewalk shelters are to be erected by the company at 
specified places, provided that the total cost of such shelters 
shall not exceed $60,000 and the expenditures called for 
shall not exceed an average of $3,000 a year, and further 
that the city shall pay the entire cost, if any, of such 
locations. ; 

ELECTROLYSIS 

In the paragraph on electrolysis the agreement calls for 
the erection of additional substations and specifies that the 
company shall pay to the city the amounts of all damage 
suffered from electrolysis caused by the company’s cur- 
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rents, but this provision is not to prejudice any legal or 
equitable rights of the city or the company. 
NEW PASSENGER CARS 
Section 8, relating to cars, states that all new passenger 


‘rolling stock shall be pay-within cars of the type substan- 


tially as recommended in the Arnold report. DE atter sone 
year’s service such cars are not satisfactory to both the 
City Council and the company, any further new passenger 
cars shall be of such standard type or types as shall be 
satisfactory to these bodies. Each route shall be wholly 
operated by prepayment cars or by cars of some other type, 
and there shall be no mingling of any prepayment cars and 
cars of other types on any route except in case of emer- 
gency. It is understood that the Rhode Island Company 
will soon order thirty-five pay-within cars for use on the 
Broad Street line. 
OTHER SERVICE IMPROVEMENTS 

Section 9, referring to headway, specifies that on week- 
days all city cars shall be operated under a headway of 
at least twenty minutes between 6 a.m. and 7 p.m.; on 
Sunday under a headway of at least thirty minutes between 
6:30 a.m. and 8 a.m., and under a headway of at least 
twenty minutes between 8 a.m, and 6:30 p.m. White 
posts and other stopping points are to be located in accord- 
ance with Mr. Arnold’s recommendations, namely, at least 
500 ft. apart, except in the congested districts. Up to the 
present the average distance between stopping points has 
been about 250 ft. and in some cases hardly more than 
100 ft. Re-routing plan “C,” as recommended in the re- 
port, is to be put in force as soon as possible. New speed 
limits are to be specified by the City Council within a rea- 
sonable time. No cars are to be held except at such ter- 
minals of routes as are located in the suburbs of Providence. 
The company is ordered to make and maintain an operating 
rule forbidding any person to stand on any street car step, 
on the rear or front platform or in the vestibule of any 
passenger car while in service, except when paying fare. 

Single cars only are to be operated except on tracks in 
the new tunnel, unless the City Council grants the right to 
operate trail cars. Arc headlights on cars are to be shielded 
within the city. No car door shall be locked when the car 
is being operated for passenger service, but it may be 
latched if the latch can be operated from both sides of 
the door. 

FREIGHT CARS 

Section 10 specifies that all freight cars, except combina- 
tion baggage and passenger cars, are excluded from certain 
streets every day between 5 p.m. and 7 p.m. Every box 
freight car, when operated singly or as the head car in 
train operation, must have two front lights at or near the 
top of the car in addition to its headlight. 

SPRINKLING AND JOINT USE OF POLES, ETC. 

According to Section 11, the company is to conform to 
the present law relative to paving, repaving and repairing 
the streets between the rails and 18 in. outside any rails. 
The company must also remove snow and ice and it must 
sprinkle with water the same area, if directed to do so, but 
the city will furnish the water. The company may be 
directed by the City Council to enter into contracts for the 
joint use of poles with other public service corporations. 
If the parties concerned cannot agree as to the kind of 
poles, the method of installation, care of appurtenances, 
ete., the City Council shall have the right to prescribe 
them. 

TUNNEL PROVISIONS 

Section 12 provides that the city, upon not less than one 
year's previous notice in writing, may purchase the College 
Hill subway and approaches thereto and appurtenances 
therein at a price equal to the actual cost but not including 
any expense of repairs or maintenance., The company is 
directed to keep an exact accounting of all costs. If the 
City Council does not object to these statements within six 
months they are to be considered conclusive. 
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Oise Coenen 
ave the exclusive use of it for 

as long a time as it has exclusive right to operate street 
railways in the city, and the rental to be paid is to be such 
as will be just and equitable in view of the purchase price. 

FRANCHISE AGREEMENT 

Section I4 provides that the company shall have the ex- 
clusive right for twenty years from July, FOUseetor! its 
poles, tracks, wires, etc., on the same streets as on July 1, 
1912, and on other streets on which it will construct tracks. 
li public necessity and convenience require the revocation 
of this right on any street or part of any street, the Council 
must grant to the company similar rights in another street 
as nearly similar in regard to public convenience as pos- 
sible. Such revocation must be approved by the Public 
Service Commission, after public notice and hearing, but 
its decision may be reviewed on all points, including that 
of public necessity and convenience, by the Supreme Court. 
‘Sections 15 and 16 provide that nothing in the agreement 
will relieve the company from any obligations in regard to 
the paying of taxes which it may now or otherwise be 
under legal obligations to pay, and that nothing shall pre- 
vent the Council from authorizing the company to use any 


motive power which it is now or may be hereafter by law 
authorized to use. 

Section 17 relates to the franchise tax. During the 
twenty-year lite of the franchise the company is to pay 


quarterly to the city treasurer a special tax of 5 per cent 
of its gross earnings within the city of Providence. These 
shall be assumed to be that proportion of its whole gross 
earnings which the length of the company’s tracks in Provi- 
dence bears to the total length of all such tracks in Provi- 
dence and in all adjoining cities and towns, including the 
present tracks of the Union Railroad Company in the 
towns of Warwick and Smithfield. : 
RUNNING RIGHTS OF FOREIGN LINES 

Sections 18 and 19 permit the City Council to order the 
construction of additional lines during the twenty-year 
period. The company shall at all reasonable times trans- 
port over its own tracks to a point at or near the center of 
the railway system in Providence the passengers and cars 
of any other street railroad line connecting with its lines 
in consideration of a fair compensation. In default of an 
agreement with such connecting lines, the Public Utilities 
Commission shall determine the compensation, subject to 
the right of appeal to the Supreme Court. 

MISCELLANFOUS CONDITIONS 

Sections 20 to 22 provide that the company shall not in- 
crease its service charges. The agreement will not affect 
the present status on franchises, but no transfer privileges 
extending the transfer limits beyond the city limits as pre- 
vailing at the time of the delivery of the new agreement 
are to be diminished unless such privileges are deemed to 
be undue and unreasonable advantages to any person within 
the meaning of the public utilities act. 

Children under five years of age accompanied by a person 
paying fare and policemen and firemen in the city of 
Providence in service uniform shall be carried free. 

Among the further franchise provisions given under Sec- 
tion 24 to the final Section 38 is that in case the limits of 
the city of Providence should be extended to include addi- 
tional territory all the terms, provisions, etc., which do 
not affect fare limits or transfer privileges shall apply to 
such additional territory. 


MEETING OF THE TRAFFIC CLUB OF NEW ENGLAND 


The members of the Traffic Club of New England to 
the number of 200 held their regular monthly meeting at 
Norumbega Park on June 13.. Mr. P. J. Sullivan, presideut 
of the Bav State Street Railway, who attended as a guest, 
was elected a member of the club. Among others present 
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were Gen. W. A. Bancroft, president of the Boston Ele- 
vated Railway; Matthew C. Brush, vice-president of that 
company; James L. Richards, president of the Middlesex & 
Boston Street Railway, and George M. Cox, general man- 
ager of the Middlesex & Boston Street Railway. Mr. 
Sullivan addressed the club. He called attention to the 
fact that Massachusetts inaugurated many reforms and im- 
provements in electric railway transportation. He re- 
ferred to the possibilities of the storage battery for certain 
classes of service, ; 


CONTEST IN KANSAS CITY 


‘rom June t to June 7 the Metropolitan Street Railway, 
Kansas City, Mo., conducted a referendum of its patrons 
as to whether smoking should be permitted in any part of 
the cars. Up to Nov. 1, 1910, smoking was allowed on the 
three rear seats, but on that date it was prohibited by the 
company. There was some disturbance at first, but it was 
not serious. Last summer, at the instance of the smokers, 
an ordinance was passed by the City Council restoring the 


Arrival of Car at Division Headquarters with Ballot Boxes 


privilege, but it was vetoed by the Mayor. Recently, how- 
ever, the measure was again passed and approved by the 
present Mayor. 

To determine the consensus of opinion of the public, the 
company put two ballot boxes on each car, one at the en- 
trance and one at the exit. Passengers on paying their fare 
received a ballot marked “yes” or “no” and were requested 
io register their preference. Altogether 3,100,000 tickets 
were printed and 8400 ballot boxes were provided, as the 
ballot boxes were changed each day. Great interest was 
manifested in the city over the vote, which resulted in 
608,627 in favor of smoking and 907,608 against it. In 
view of the majority against smoking, the company wrote 
a letter to the Council on June 12, asking it to repeal the 
ordinance recently passed permitting the practice, but say- 
ing that if this was not done by June 26, 1912, the company 
would comply with its terms. 

In the meantime the company has not recognized the 
right of the Council to pass an ordinance of this kind. The 
company did not go to the extent of ejecting passengers 
who smoked on the cars, but employees were instructed to 
stop their cars in case a man began to smoke, as it was 
thought that the resentment of the other passengers at the 
delay would cause him to desist. This policy has resulted 
in some disturbances as well as arrests of car crews for 
blocking the streets. 

The cost of conducting this election to the company was 
about $3,000. Ten days were required to count the ballots. 
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CEDAR POINT MEETING OF A. E. R. E. A. EQUIPMENT 
COMMITTEE 


The third meeting of the committee on equipment of the 
American Electric Railway Engineering Association was 
called at the Breakers Hotel, Cedar Point, Ohio, June 14 
and 15, to compile the various reports of the sub-committees 
and arrange them in their final form before sending to the 
executive committee on July 1. The members present at 
this meeting were Frank R. Philips, chairman, superin- 
tendent of equipment Pittsburgh Railways; E. W. Holst, 
superintendent of equipment Bay State Street Railway; 
J. M. Bosenbury, superintendent of motive power and 
equipment Illinois Traction System; L. M. Clark, master 
mechanic Indianapolis Traction & Terminal Company, and 
H. L. Patterson, chief engineer Mahoning & Shenango 
Railway & Light Company. Henry J. Gulick, Gulick-Hen- 
derson Company, also attended the meeting. 

HIGH-GRADE RUBBER INSULATION 

The first subject discussed was high-grade rubber insula- 
tion, reported on by Mr. Patterson, chairman of the sub- 
committee. After carefully investigating and comparing 
specifications prepared by other engineering associations 
the sub-committee did not feel that it was in a position to 
recommend any type of insulation for power distribution 
and equipment. It was generally agreed that 30 per cent 
Para rubber insulation was too good for equipment but 
that the other ingredients should be varied and results tested 
to obtain an insulation that would wear best in service. 
After much discussion relative to the requirements of in- 
sulation in the various circuits in equipment as well as the 
climatic conditions dependent on the location of each prop- 
erty, it was decided by vote to defer the matter for another 
year with recommendations that the subject of specifications 
for wires and cables be properly assigned to include quality 
of service, size and construction of material in wire for 
different voltages and carrying capacity and, as far as 
possible, a standard method of wiring to include quality and 
size of conduits and how to apply wiring. 

* <* - COUPLERS FOR INTERURBAN CARS 

Mr. Clark read a report to the committee on the subject 
of couplers. In conclusion, he suggested as recommended 
‘practice the M. C. B. radial coupler specifications adopted 
by the Central Electric Railway Association because 
that form lends itself to interchange with steam roads. 
After discussing the different clauses of the Central 
Electric Railway Association specifications, several slight 
changes were made in them and they were adopted as 
recommended practice. The question of specifications for 
draft gear and anchorages as adopted by the Central Elec- 
tric Railway. Association was carried over for another year. 

END CONNECTIONS OF CARS 

The next subject up for final approval was end connec- 
tions of cars, which was also reported on by Mr. Clark. 
His report covered the requirements of elevated, subway, 
city and interurban cars, Owing to a lack of interchange- 
ability of various types of multiple-unit control systems and 
the remote probability of these and elevated, subway or city 
cars being interchanged over extended territories, the com- 
mittee confined itself to specifications for air-brake con- 
nections and the location of all end connections for inter- 
urban cars. A standard-practice drawing was adopted for 
approval, of the executive committee as recommended 
practice.» ~ 

SELF-PROPELLED CARS 

The subject of self-propelled cars was reported on by 
Mr. Holst, chairman of the sub-committee, As this sub- 
ject has never been treated in a general way before, it was 
found necessary to prepare a history of the development 
of self-propelled cars to date as regards cost of operation 
and type of motive power. This committee has prepared 
a bibliography covering all reports on the subject obtainable. 
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The report will contain a brief description of each of the 
historical types and a detailed description of the modern 
types of self-propelled cars and their operating costs. at 
will also contain a report on storage-battery car operating 
costs versus overhead trolley cars. The report of progress 
made by this committee was approved. 

GEARS AND PINIONS 

A report on heat-treated gears and pinions was submitted 
by mail by A. T. Clark, superintendent of rolling stock and 
shops United Railways & Electric Company, Baltimore. 
The report covered general results obtained from tests and 
service and was accepted for embodiment in the general re- 
port to the national committee. 

END WEAR ON JOURNALS 

Mr. Bosenbury reported progress on the subject of end 
wear on journals in the preparation of sketches showing 
recommended practice for preventing end wear and in data 
obtained from employing the various types recommended. 

SQUEALING OF STEEL WHEELS 

Mr. Clark, Indianapolis, read a report on the subject of 
squealing of steel wheels and methods used in eliminating 
it. He had found after careful tests that the lead plug tests 
referred to in the report of this committee’s meeting in the 
issue of the ELectrIc RAILWAY JouRNAL for April 27, page 
695, were entirely satisfactory so far as eliminating the 
squeal was concerned, but as yet he was not ready to report 
the results as commercially practicable. Mr. Clark was 
requested to add a complete description of his tests to 
his report and also to include any obtainable data as a 
result of the tests. 

SPECIFICATIONS FOR WROUGHT IRON 

A. T. Clark, Baltimore, recommended through Mr. 
Philips that the committee adopt the specifications for 
wrought iron approved by the American Society for Testing 
Materials. As the comniittee did not believe it had time to 
give this subject proper consideration, it was referred back 
to the executive committee for further action. 

HEAT-TREATED CARBON-STEEL AXLES 

This subject was discussed at length at the Pittsburgh 
meeting. The specifications as revised were approved and 
recommended to the national association. 

STEEL WHEELS 

The two sessions on June 15 were devoted to the dis- 
cussion of the specifications for steel wheels. Mr. Holst, 
chairman of the sub-committee, had prepared a revised set 
of specifications as a result of the Pittsburgh meeting, and 
each clause was read and discussed at this time. The toler- 
ances were changed in a number of cases; some were in- 
creased and others were reduced. In order to furnish a 
base for all dimension requirements a form of templet was 
adopted which would locate the gage line when constructed 
in conformity with the general wheel drawings. Each re- 
quirement in the specifications was revised and approved, 
and the complete specification was submitted to the national 
association as recommended practice. 

At the close of the discussion on wheel specifications Mr. 
Philips read a report of the progress made by the American 
Society for Testing Materials in the collection of data for 
physical tests on car wheels, at the close of which the com- 
mittee recommended further investigations along the line 
of physical tests. Just before adjournment the committee 
on equipment drafted a letter of good cheer to its member 
Wray Thorn, division engineer of cars on the Board of 
Supervising Engineers, Chicago, who, as the result of an 
accident, was unable to attend the Cedar Point meeting. 


For the electrification of the Gothenburg-Alingas Rail- 
way in Sweden, it is proposed to take current from the 
State power station at Trollhattan, the three-phase current 
to be transformed to one-phase current of a conyenient 
voltage. The energy for the Stockholm-Marsta line it is 
proposed to obtain from the city of Stockholm’s. central 
station at Vartan. 


“nil 
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COSTS OF STEAM POWER PLANTS 


At the January meeting of the Engineers’ Society of 
Western Pennsylvania some general unit construction’ costs 
of turbo-electric power plants were presented by R. W. 
Stovel and O. S. Lyford, Jr. These costs were based upon 
the maximum continuous capacity of the plant instead of 
on the “normal” rating. In this way the costs became 
comparable with those of gas-engine and hydroelectric in- 
stallations. For coal-burning plants ranging from 2000-kw 


to 20,000-kw capacity the costs were stated to vary between 
the following limits: 


TABLE eae Or STEAM Turso-ELecrric GENERATING STATIONS FROM 
AY 2000-KW To 20,000-Kw Capacity, BASep oN MaxiMuM 
Continuous Capacity of GENERATORS. 

Dollars per kw 


a S a . High. Low. 
Preparing Site-—Dismantling and removing stiuctures from 


site, making construction roads, tracks, etc....... 0.25 0 
Yard Work.—Intake and discharge flumes for condensing Ea 
water, railway siding, grading, fencing sidewalks, etc...... 2.50 1.00 


Foundations.—Including foundations for building, stacks and 
machinery, together with excavation, piling, waterproofing, 


ee Ree EMS NaS. Wiens we Kn An ERR AES Ow Co tee 6.00 1.00 


Par, promo Ond Delting. ic ya ode cc loca ccccen vag. 12.00 4.00 


except condenser ey ES ete aA x de eee ek wee 24.00 12.00 
Turbine Room Equipment.—Including steam turbines and gen- 

erators, condensers with condenser auxiliaries and con- 

densing water piping, RUIN: GOGAT SRE SN isi yin BRS ok 8% 22.00 12.00 


1 a ling machinery, etc., etc........ 5.00 2.50 
Starting Up.—Labor, fuel and supplies for getting plant 
POTte Ge ERIE GME ORL. 6 wien o 05 5 Be <a os Suan 's 5a 1.00 0.50 
General Charges.—Such as engineering, purchasing, supervi- 
sion, clerical work, construction, plant and supplies, watch- 
RT RIERTRIENOE IEEE os bios Bick i oie She wai % w ania wes Kade ed 6.00 3.00 
Total cost of plant to owner, except land and interest dur- 
gS reer ee Pee | ee ae $83.75 $38.09 


Some of the group costs in this table do not have any 
very specific relation to the kilowatt capacity installed in 
the plant and the probable range in such costs is given. 
This refers to such groups as “Preparing Site,” “Yard 
Work,” “Electrical Switching Equipment” and “Service 
Equipment.” For instance, the electrical switching equip- 
ment costs depend much more on the extent and the scope 
of the electrical distributing system than upon the actual 
capacity of the plant. Again, the largest item of the 
“Service Equipment” costs—namely, that of coal handling 
—depends upon the existing physical conditions much more 
than upon the capacity. 

The foundation costs will run from $1.25 to $4 per square 
foot of building plan area, depending on the character of 
the soil, the lower cost covering simple concrete footings 
on thoroughly good bearing soil, while the necessity for 
piling, waterproofing, excessive rock excavation, etc., will 
run this cost toward the higher limit. Then the plant area 
will vary from 0.8 sq. ft. to 1.5 sq. ft. for each kilowatt of 
capacity installed, depending upon the size of the units and 
upon their arrangement, the combined effect of these two 
cost ranges giving the range in price per kilowatt shown 
on the table. 

The building costs will vary from 8 cents to 12 cents per 
cubic foot of over-all building volume, according to the 
size of the building, the character of construction and the 
local price of building materials and labor. Depending 
again upon the size of the units and upon the efficiency used 
in arranging them, there will be required from 50 cu. ft. 
to 100 cu. ft. of volume per kilowatt of capacity. The 
combined effect is to make the building costs range from 
$4 to $12 per kilowatt as shown. 

In boiler room equipment the cost of materials and labor 
will generally be between $30 and $40 per nominal boiler 
horse-power, and generally there will be installed between 
0.4 and 0.6 boiler horse-power per kilowatt of capacity, 
resulting in the cost range shown in the table. 
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It As seen that the cost of such stations under normal 
conditions may range in price from $40 to $85 per kilowatt 
of maximum continuous generator capacity. The minimum 
1s possible only with an extremely fortunate combination of 
circumstances, such as natural advantages of location com- 
bined with most favorable sizes and arrangement of ap- 
paratus, 

Table IT shows a probable high and low range of costs 
for detailed boiler room equipment. It will be noticed that 
the totals here shown cover a wider range than used in 
preparing Table I, where the price per horse-power was 
taken as from $30 to $40; this is because, while the wider 
range is possible, the costs in generating stations generally 
lies within the narrower range. The unit costs in this table 
are related to rated boiler horse-power instead of the kilo- 
watt as used in Table I, as these costs vary almost directly 
with the rating of the boilers, regardless of how much boiler 
capacity may be installed. 


Tasty Il.—Borter Room Eourpment Costs per RATED Borrer Horse-POWER 
Usinc Coat ror FUueEL. 
Dollars per hp 


‘ ‘ High. Low. 
Boilers exclusive of masonty settine. aves. eee mone $11.00 $8.00 
MGPSPHEAGERS” sakes Aiitire o oer neh a NT ca Paee anne cect ane erento 3.00 0 
ROCORONE sina, are, ati a pyadig AUoisiOanese, oS atecous RAIS eee eee ee 5.50 3.00 
Masonry Settings: for boilers. cus:.'. oc ened. eee merase 3.50 2.00 
NUTAGS: | eis retigs sietsieia Wr sae boar anu Nica 'ote tae seek PR RRA ete atten ER NO 1.50 0.75 
MEAG) n, oc ures win’ s 4 ie atighs cpwtilenia aime re ate ie toe 1a, SNe eeuaue tars eee ote 4.00 2.00 
BGonomizers! S1., (dle stealine scale & aie Creo ocak core ere mee aneeareine 4.00 0 
Mechanical drakt, ciavineits nvieemls ap pe urcertet hee eiucbateeei eae 3.00 0 
FRE © PUMPS. csiercete ss, oth) cigiete Sho eel a dedeue eh a once rcele een ee re Reed 1.50 0.50 
Meéd'theaters'.53s, se eisis owes: Poke a ae aeiatee sie een ee at nea 1.00 0.40 
All piping and pipe “Coveritg.:.mc.) ook ate aero teeioecte 10.00 6.00 
Coal ‘chtttes and: ash Hoppers)cchieces oa nae es Wel e cistaeera tists 1.25 0 
Various, such as indicating and recording devices, damper . 

regulator, ladders and runways, painting, etc., etc......... 1.00 0.50 

Oot Ne Ba TeR CO Tecan a ROIRIC OM PERO Ke iag RIT OSE Seicie $50.25 $23.15 


_ Nore—The above costs are for labor and material only. They do not 
include any “general charges” such as engineering or supervision. The 
Piping item includes all piping in the entire plant except coidenser water 
piping. 


Table III indicates generally the range of ordinary 
operating results. Coal of 14,000 b.t.u. per pound is as- 
sumed in both cases for convenience. 


Taste II].—SuMMARY OF OPERATING RESULTS. 


Range of 
Common Practice. 
British thermal units per pound of fuel............... 14,000 
Average yearly over-all boiler and furnace efficiency.... 50 70 
Effective British thermal units per pound of fuel...... 7,000 9,800 
Boiler pressure, pounds per square inch, gage.... , LES 190 
Superheat, degrees Fahr........ceeeeeecesecsvererens 0 125 
Average feed-water temperature, degrees Fahr......... 120 200 
British thermal units per pound of steam (approximate) 1,100 1,100 
Pounds of water evaporated per pound of fuel, actual.. 6.36 8.91 
Pounds of fuel per standard boiler hp (33,305 b.t.u.’s).. 4.76 3.40 
Average over-all station water rate kw...... Pro cece 30 
Pounds of coal per kw generated........-.+--+++-ee: 4.72 ae 
British thermal units in coal per kw generated........ 66,000 31,500 
Thermal efficiency of station..........-e--ee eee eeees 5.2% 10.8% 


CASE-HARDENED FINGER FOR BRUSH-HOLDER SPRING 
OF NO. 76 MOTOR 


BY GEORGE M,. COLEMAN 
The accompanying sketch shows a Westinghouse No. 76 
brush-holder spring. The finger a, which is riveted to the 
spring, usually is made 
of soft copper. These 
fingers must be fre- 


quently replaced, as 
they wear out in a 
short time. To insure 


better wear, the fingers 
can be made of iron 
and case-hardened with 
fused cyanide or pot- 
ash, the cyanide being 
preferable. This sub- 
stitution will not 
change the brush 
holder electrically because the current flows through the 
shunt feeder. Fingers of this kind will wear indefinitely 
after they are asembled in the brush holder. 


leetrie Ry.Journal 


No. 76 Brush-Holder Spring 
with Case-Hardened 
Finger 
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DISCUSSION ON PROPOSED ELECTROLYSIS ORDI- 
NANCE IN CHICAGO 


The hearing on the prevention of electrolysis before the 
gas, oil and electric light committee of the City Council 
of Chicago set for June 11, 1912, was postponed until June 
13, 1912, after Ray Palmer, city electrician, had requested 
further changes in the proposed ordinance. In its original 
form the ordinance required that the voltage drop between 
any two points 1000 ft. apart in any part of the city should 
not be more than 1 volt. The new requirement as pro- 
posed by Mr. Palmer conforms to the German method by 
making the voltage gradient smaller in the business district 
than in outlying districts, where the possibility of damage 
is not so great. It is now proposed that the original restric- 
tion of 1 volt drop per 1000 ft. shall hold only for the 
territory lying within a radius of 1 mile of the City Hall 
and that the gradient shall be increased outside of this dis- 
trict to 1 volt drop per 700 ft. This charge will materially 
reduce the cost of installing the negative booster system 
of current return required under the ordinance in the out- 
lying districts. Mr. Palmer also suggested that the time 
required to install the system after passing the ordinance 
should be increased from six months to nine months. 

On June 13 B. J. Arnold, chief engineer of the Board of 
Supervising Engineers Chicago Traction, was a witness. 
Mr. Arnold said that the principle of the proposed ordinance 
to reduce the drop in voltage was correct, but it was too 
drastic a measure as now proposed. The expense was too 
great and the time limit too short. 

W. W. Gurley, of the traction companies, estimated that 
the cost of installing the negative booster system for the 
Chicago Railways Company alone would be $3,540,000. 
This expenditure brought no revenue, but was a dead load. 

In answer, Mr. Palmer said the citizens wanted service 
from water, gas, telephone and fire alarm utilities. There- 
fore it was worth what it cost to get it. As to the charge 
that the damage is minor and only here and there, Mr. 
Palmer asserted that the telephone company spent $20,000 
each year in salaries alone for electrolysis detection. 

The following tables were prepared in connection with 
this subject by the engineering department of the Chicago 
Railways: 


Cost Estimate to CompLy witH OrpINANCE, AS AMENDED JuNE 11, 1912, 
Cuicaco Rattways Company ONLY. 


Booster system on tem-power stations. .......0...cee+ereees $3,540,000 
Fixed charges (interest, 5 per cent; taxes and insurance, 2 

per cent; depreciation, 3% per cert: maintenance. 114 per 

Cent) ators mic npen Iceni von Hor540 UU Ourcmenees ae eciie nee 424,800 
Operating charges, boost, 6 per cent on 70,000 kw == 4200 

Ve mIRUMLAt Vania aeurature Sfyay cue cama acinar tat timer tee nee kinins 63.000 
Current charge on boosters allowed as credit against original 

LOSSIMOTIMM Lites tk hoa cr eu arte tech ire cote aie Metre he coats ce Reel eee te OP 
Extra operating costs inl stations... s.....s.cerss se poems case 20,000 
UNTIED be CHALE ES. ithe ary eas atehrcieke ote eterea vis for slks ore, ons eee Gigs mod $507,800 


Chargeable to city of Chicago, 55 per cent $279,290 


Profits on Joint Account, Crty or Cutcaco ann Cutcaco RatLways. 


hiscalyearendedm anu oly Lolo nue ccs enn stances tec $1,494,375 
Sharesot city ‘of Gliicago, 55» percent. «1. : nuns saacleclysieeie + 821,906 
Subtract cost due tonbooster syatem.....0.:.sa<ccvevssecaes 279,290 
Balance left after 34 per cent reduction............eeee0> $542,616 
Totat Costs anp CHarGES To INSTALL Booster System IN CHICAGO AND 

Compry witH Orpinancr AMENpED JuNr 11, 1912— 

For Att Compantrs. 

hie Annual 
} : Capital. Charges. 
Chicago Railways LCi lene tls h« Wis teaver e tae $3,540,000 $507,800 
Chicago City Railway, l Pee eae 
Calumet & South Chicago, f «+++ +++++++5 2,782,000 397,540 
Hilevatiedis RO adsis arc astute sey elaieie sofia che 1,875,000 350,000 
$8,197,000 $1,255,340 


Another witness last week was E. G. Cowdery, vice- 
president People’s Gas Light & Coke Company, who said 
that his company was spending between $7,000 and $10,000 
a year in locating pipe damage by electrolysis. So far as 
his engineers had been able to determine they did not be- 
lieve the drainage system was a permanent cure, but thought 
it would merely improve conditions temporarily, 
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H. B. Fleming, vice-president Chicago City Railway, said 
he believed that if the various utility companies would co- 
operate to meet the requirements of the existing ordinance 
there would be practically no electrolysis. He added that 
the electrolysis sub-committee of the Board of Supervising 
Engineers had made a careful study of the situation ex- 
tending over several years and had concluded that the 
drainage" system was the only method commercially 
practicable. 

Another meeting was to be held June 21. 


NEW CATENARY HANGERS 


The Ohio Brass Company is listing two new designs of 
catenary hangers which are radical departures from any- 
thing heretofore offered. They are simple in construction, 
with a minimum number of parts, and provision has been 
made for rapid installation without unnecesary handling 
of loose pieces. The company has applied for patents for 
these two devices. 

The type CK hanger consists of only two parts—the 
extruded metal ear and the steel suspension strap. The ear 
is made by forcing or extruding brass of the proper com- 
position, heated just to plasticity, through a die under ex- 
treme pressure. This process makes the metal very dense, 
renders it free from checks, blow-holes or cracks and im- 


Simplified Types of Catenary Hanger 


parts to it great ductility and wearing qualities. The ear 
thus made fits the wire very closely and affords maximum 
clearance for the trolley wheel. It is installed on the 
grooved trolley wire by clinching in the ordinary manner. 

The trolley wire clamp of the type CH hanger is made of 
one piece of pressed steel which is held on the wire by three 
Hat-head screws, one of which passes through a hole in 
the suspension strap. The clamp is strong, light and gives 
ample clearance on both sides of the wire. 

The upper part of the suspension strap in both types of 
hangers is formed into a closed loop which is simply snapped 
over the messenger wire, automatically closing and prevent- 
ing accidental disengagement. Ample vertical movement 
to eliminate “hard spots” from the trolley is provided for 
by the loose fit of the loop upon the messenger wire. 

Since either of these hangers can be clamped onto the 
trolley wire and then simply hooked over the messenger 
wire, the time and labor required for installation are re- 
duced to a minimum and a considerable saving is effected 
in construction expense. 


Centrifugal pumps are probably the most efficient and 
the least flexible mechanism used for handling water, 
When working under exactly the conditions for which it is 
designed a centrifugal pump may attain an efficiency of 
80 per cent, and efficiencies of 70 per cent are common. 
However, if the head of water against the pump is changed, 
or a variation is made in the quantity of water which the 
pump must handle, the efficiency falls off very rapidly. 
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SIGNAL EQUIPMENT ON LANSDALE DIVISION OF 
LEHIGH VALLEY TRANSIT COMPANY 


The 12-mile line of the Lehigh Valley Transit Company, 
Allentown, Pa., between Chestnut Hill, Philadelphia, and 
Lansdale is divided into seven single-track blocks with 
through type sidings as passing points. The line runs on 
the Bethlehem turnpike most of the way, and the average 
length of block is about 1.6 miles. The company maintains 
a half-hourly service each way through the day, reducing 
it to hourly in the evening until midnight. The traffic is 
protected by fourteen Nachod automatic signals, type “CD,” 
which were installed by the railway. 

Starting signals are placed at the ends of each single- 
track block, the two co-operating as a pair for controlling 
opposing traffic. When there is no car on the block of 
single track the signal indications are normally neutral, 
that is, they show neither lights nor disks. When a car 
leaving the siding to enter the single track runs under the 
trolley contactor located on the siding, the opposing signal 
at the other end of the block is set to stop, a red light and 
a red disk, and the signal in sight of the motorman changes 
from neutral to permissive, a white light and a white disk. 
The motorman who accepts the permissive signal is pro- 
tected against any opposing movement. When he leaves 
the block at the other end he restores the signals to the nor- 
mal neutral by running under a contactor there. In the first 
engraving the car is seen leaving the block with the signal 
at stop to prevent opposing movements. 

The trolley contactors are without moving parts but have 
a sense of direction, so that a car may set the signals prop- 
erly in entering the block either from the siding or con- 
tinuing from the main track; also should a car for any 
reason enter a block, setting the signals, and back out again 
under the same contactor the signals will be cleared. Where 


Front and Rear View of Signal Installations Lehigh Valley 
Transit Company 


cars follow into an occupied block the motorman of the 
second car will understand by the appearance of the pers 
missive signal before he reaches the contactor that the sig- 
nals are set for traffic in his direction and that he may 
enter the block under control expecting to find Apeeirag it. 
The signals do not change when the first car in the block 
leaves, but remain until the second and all following cars 
have vacated the block. Should a work car follow a regular 
car into the block and back out without passing through it, 
the signals will not be cleared on the exif of the work car, 
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but will remain, protecting the car in the block. The signals 
are thus entirely automatic, as they are controlled by the 
passage of the cars themselves. Two No. 12 copper-clad 
weatherproof insulated signal line wires protected with 
Westinghouse arresters are used. The trolley contactors 
are wired so that a wheel off the wire cannot cut their 
leads. This is accomplished by stringing two wires across 
the road considerably higher than the trolley wire, and by 
dropping vertical leads from these wires to the binding 
posts of the contactors. 

The signals hang from cast-iron brackets which have an 
adjusting screw for leveling. A platform has been built 
under the signal for access thereto. The six leads are 
brought from the line down the pole through a six-con- 
ductor jute-center cable made by the Standard Underground 
Cable Company, the leads passing through a combined fuse 
test and control box before entering the signal. This box, 
which can be reached from the platform, gives a means for 
the maintainer of controlling the signals manually, of test- 
ing out their circuits and of disconnecting them as shown 
in the second engraving, which shows a view taken from 
the rear. 

Where two separate line wires come to the pole from 
opposite directions, as the wire from the contactor and one 
from the distant signal, a single insulator and pin is used 
by cutting into the line a short section of dead wire with 
porcelain strain insulators, tying this wire to the insulator 
on the cross-arm and making taps from each of the line 
wires to the cable running down the pole, so that a trans- 
position insulator is not required. Drip loops are provided 
where the leads connect to the cable and where they enter 
the fuse box and signal. 


LIGHTNING PROTECTION ON AN ELECTRIC RAILWAY 


One of the greatest foes to uninterrupted electric railway 
service in the past has been lightning, which in some locali- 
ties is so severe that approaching thunderstorms have been 
a signal to disconnect all stations and cars from the line. 
However, that the difficulty can be overcome is evidenced 
by the experience of the Denver Tramway Company, 
which is located in a region of violent thunderstorms. This 
company assiduously tried out lightning protective de- 


Electrolytic Lightning Arrester for City Cars 


vices until one was found which enabled it to continue 
normal operation during the most severe electric storms 
without having the cars damaged by lightning. 

The railway operates about 100 miles of track within 
city limits and about 50 miles of suburban lines. The 
rolling stock at present comprises about 300 cars of all 
classes, and the majority of these are operated from one 
end only. Since the city of Denver is located only 
about 20 miles east of the foothills of the Continental 
Divide, the storm clouds which form over the moun- 
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tains to the west are carried over the city or vicinity, break- 
ing with great fury on the lines in exposed localities. 

Prior to the summer of 1909 this company had battled 
with lightning without avail. Every commercial form of 
lightning arrester and also several experimental devices 
were tried out, but the company was nevertheless forced, 
during the severe parts of the storms, entirely to suspend 
operation. In view of the unreliability of the lightning 
protective apparatus this suspension of service was un- 
doubtedly the wisest course to pursue, not only with regard 
to the company’s interests but also from the point of view 
of the public. Damaged cars meant crippled service, not 
only during the storms but for some time after, and an 
hour’s delay was considered to be a preferable alternative. 

Among the various protective devices which were tested 
was a water box arrester consisting of a tank 3 ft. deep and 
1 ft. in diameter about two-thirds full of water. This 
device practically served’ to ground the trolley through a 
resistance and, of course, had its limitations in the degree 
of protection afforded. Moreover, after about a half hour's 
operation it usually boiled over, causing considerable in- 
convenience, 

In 1909 the General Electric Company’s aluminum ar- 
resters were introduced, several cars being equipped with 
them in addition to the sets installed in the power house 
and substations. The results obtained during the summer of 
1909 were so promising that it was decided to equip the 
whole system with them, and this was done in Ig1o, the 
power station and substation electrolytic arresters being 
brought up to date at the same time. Most of the cars were 
also rewired so as to minimize dangerous inductive effects 
of the lightning arrester circuit. The results obtained from 
these changes are shown in the following table: 


1909 1910 1911 

St OMMAS an ctateaNeneteMetetere tots mace) Shoko Rather casvetevetst eles sqeperets 52 39 31 
Total miamber Of (Cars ori vole sreretelcineerieceie tare 279 279 304 
Average number of cars in operation.......... 1790-250 170-250 170-250 
Nimbes (Of Cars: T6wited sic s occ cles ccty ee cic aus 0 193 193+ 
Namber of cars aro t= rewite dicisye'o.osseeuse15o10. 101 <1 «16 279 86 ats 
Number of cars equipped with new arresters.. 65 278 304 
Number of cars not equipped with new arresters 214 1 0 
Number of cars with armatures damaged by 

Ai grbUniinipimere chet mehore iis ictevetNetceveieielefocietaans eens oie 102 2 1 
Number of damaged cars which were equipped 

WAM MATE Wi lit CSVETS atarliete iol c lois slslae njele evel vie is, ote 1 1 
Number of damaged cars which were equipped 

Wealth (Other SarteSters s/syo sje ayje/csiesie elds «eis 94 1 


The United States Weather Bureau report of thunder- 
storms, from which the above figures were taken, gives 
only a record of the number of days during the year on 
which thunder was heard by the station observer. Two 
storms occurring on the same day would consequently be 
reported as one, while a single thunder clap would be re- 
ported as a thunderstorm. Although this report gives a 
smaller number of thunderstorms occurring in 1911 than in 
the two previous years, that season as a whole was un- 
usually severe from the standpoint of lightning disturb- 
ances. The storms were, in the opinion of several ex- 
perienced engineers, as severe as had been encountered dur- 
ing several seasons past. 

During the summer of I9g09 there were a number of 
voluntary interruptions of car service during storms, but 
in spite of this precaution ninety-four cars, out of the 214 
which were not protected by aluminum arresters, had arma- 
tures damaged by lightning. Of the sixty-five cars which 
were equipped with aluminum arresters eight had arma- 
tures damaged by lightning, and this is attributed largely to 
the fact that these cars were not rewired to eliminate dan- 
gerous inductive effects. During 1910 only one of the cars 
equipped with aluminum arresters was damaged, and that 
was a car which had not been rewired. During rort the 
thunderstorms were of great severity, yet only one car 
suffered armature failure from this cause. There was no 
suspension of service even during the most severe storms. 
In one instance on an interurban line lightning shattered 
three poles supporting the overhead trolley wire and yet a 
car passing at the moment suffered no injury to the motors. 
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A NEW GENERAL-UTILITY MACHINE TOOL 


A machine has been recently placed on the market by the 
Rochester Boring Machine Company for the purpose of 
supplying the demand for a heavy-duty tool capable of per- 
forming a sufficient number of different operations so that 
it can be kept busy at all times even in the smallest ma- 
chine shops. The machine follows generally the design of 
the horizontal boring mill, but the spindle is carried in a 
saddle which can be raised or lowered on the column. This, 
together with power feeds for the table and saddle, per- 
mits the machine to be used not only for boring, drilling 
and tapping but also for milling or rotary planing. 

Rapid power traverses for all parts enable the operator 
promptly to adjust the machine to the work, and once the 
work has been clamped square on the table no changes 
in setting are necessary. With a revolving table, mounted 
on the regular table supplied with the machine, different 
sides of the work can be finished complete with only one 
setting. 

This feature, for example, permits a motor shell to be 
set on the table, the end bearings bored and faced and if 
necessary a cut taken off the pole faces. Then, by another 
cut through the axle bearings, absolute alignment of the 


Universal Boring, Drilling and Milling Machine 


armature shaft and axle is established. It is not necessary 
to trust to the skill of the machinist for this result, as the 
clamps on the work are not touched, and when the motor 
is assembled and placed on its truck it is an absolute cer- 
tainty that the gears will mesh properly without excessive 
wear or broken corners on the teeth. 

Sixteen boring and drilling feeds are provided for the 
spindle, and sixteen different feeds for the saddle and the 
table. Feeds and the feed-operating levers apply to all 
parts, the spindle, the saddle, the table or the carriage. 
Rapid traverse by power at constant speed and independent 
of the feeds is provided for all of these parts. Automatic 
limit stops are also arranged for all traverses in every di- 
rection, in addition to adjustable knockout for the feeds of 
the table. All feeds for the different parts are transmitted 
through a friction clutch so as to make possible instantane- 
ous engaging or disengaging. This also provides a yield 
point for the feeds when desired, insuring safety against 
damage or accident; otherwise all the feeds are positive. 
An automatic gravity distribution oiling system is provided. 

The machine can be used for splining by engaging the 
power rapid traverse and driving the spindle in and out 
without rotating. Spiral oil-groove cutting of different 
pitches can also be obtained by using the power rapid 
traverse for the spindle and at the same time engaging one 
of the spindle speeds, thereby rotating the spindle. 
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One of the most striking features of the machine is the 
centralized control. Every change of feed, speed or trav- 
erse in every direction, as well as the starting, stopping 
and reversing, are all instantly obtained from one posi- 
tion convenient for the operator to his work, and all are 


so arranged that no two conflicting levers can be engaged: 


together at the same time. 


ADDITIONAL TWIN-MOTOR LOCOMOTIVE FOR NEW 
HAVEN RAILROAD 


The New York, New Haven & Hartford Railroad is now 
having equipped at the East Pittsburgh works of the West- 


Senate ~ saree 


_ Temperature Pantagraph 
/ndicator Trotley Bases 


0) 
= 


9-0 — 


= g 
a sy LL 
ee Re 
— err ee 


gh Poem > ers Se ee 
| 
A f Group i Sa 


ELECTRIC RAILWAY JOURNAL 


ae ive 


Sforage 
Satery 


TO85 


sionally, They are designed to handle a trailing load of 
T500 tons at a maximum speed of 35 m.p.h. Their maxi- 
mum tractive effort is 40,000 lb. each, 

The motor equipment consists of, eight 409-C single-phase 
commutator motors which are rated at 170 hp each on a 
one-hour basis. This rating is the same as that of the 
409-A railway motor used on the 069 locomotive. The ad- 
vantages asserted for the twin arrangement were men- 
tioned in the ELecrric Rartway Journat for Feb, 15, 1912. 
Each pair of motors is connected permanently in series. 
In a.c. operation the four pairs are in multiple, and on d.c. 
they may be connected two pairs in series or all four pairs 
in parallel. The auxiliary equipment, such as Westing- 
house double-end EL air brakes, Westinghouse-Sirocco 
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New Haven Locomotives—Longitudinal Section of Locomotive with Articulated Trucks 


inghouse Electric & Manufacturing Company thirty-nine 
Baldwin-Westinghouse electric locomotives. The principal 
mechanical feature of the new locomotives is the use of 
the articulated running gear as first employed on the 072 
four-motor locomotive described in the ELectric RatLway 
JournaL for Sept. 25, 1909, and May 7, 1910, while the 
principal electrical feature is the use of four sets of twin 
motors as first applied to the 069 locomotive which was 
deScribed in the ELrecrric RAILway JouRNAL for Feb. 17, 
1912. The new type is therefore a novel combination of 


cooling sets, oil-fired steam-heating outfit, etc., is also sim- 
ilar to those on che 069 locomotive. The brakeshoes are 
applied to all of the driving wheels and separate pairs,of 
cylinders are provided for each group. A hand wheel is 
located in the cab so that the locomotive can be held while 
standing in the yards. The cab rides on semi-elliptic and 
helical springs in series. 

The articulated running gear has four pairs of driving 
wheels and two pairs of small leading wheels. These wheels 
are in two groups, each group having cast-steel outside 


New Haven Locomotives—Combination A. C.-D.C. Locomotive with Articulated Trucks 


two well-tried designs. Of the new locomotives Nos. 073, 
074 and 075 are for a.c.-d.c. combination first-class freight 
and passenger service, and they are designed to handle a 
trailing load of 800 tons at a maximum speed of 45 m.p.h. 
The thirty-six straight a.c. locomotives, which are num- 
bered from 076 to or11, are intended primarily for fast 
freight service but will also haul passenger trains occa- 


frames of the bar type, 4 in. wide. The pulling and buffing 
strains are transmitted entirely through the truck frames, 
which are braced transversely at the end of the trucks and 
between the driving axles. The inside faces of the driving 
pedestals are finished to a taper and are fitted with adjust- 
able wedges. The pedestal binders are cast steel. 

The drawbar pull is transmitted from truck to truck by 
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means of a drawbar which is adjusted to leave a ¥%-in. 
maximum clearance between the end ties or bumper guides 
of the trucks when all the slack is pulled out. The truck 
cross-ties or bumper girders which are located on trucks 
at the mid-length of the locomotive have spring buffers 
which assist in transmitting the buffing shocks from truck 
to truck. The drawbar has a slotted hole in one end. With 


this arrangement all pulling strains are transmitted through 


ELECTRIC RAILWAY JOURNAL 


[Vot. XXXIX, Now 25. 


ical springs support the truck frames at their outer ends. 
The equalizing beams are of cast steel. , 
An underframe composed of two 12-in. steel channel side 
sills and two trussed center sills supports the cab and equip- 
ment, The cab covers the whole locomotive and is built of 
No. 14 steel plate on a Z-bar frame. The cab underframe 
is supported at four points. The spring pocket plungers 
slide on the frame cross-ties when the engine is traversing 


New Haven Locomotives—Articulated Truck Construction Complete 


the drawbar, and the pushing and buffing shocks are taken 
through the spring buffers and bumper girders. 

The bar frame of each truck is braced transversely mid- 
way between the driving wheels by a built-up structure on 
which the truck center pin is mounted. This pin carries no 
weight, its only function being to push the cab underframe 
and to hold the truck in alignment with the cab. The 
center-pin of one truck is allowed a limited longitudinal 
movement with reference to the car underframe to relieve 
the cab frame from pulling and buffing strains. 

A two-wheeled truck of the Rushton radial type with 
outside journals is arranged under each end of the loco- 
motives to carry the guide wheels. The truck frame is con- 
nected to the main truck cross tie by two links which are 
so arranged in relation to one another that the intersection 
of their center lines, if they were extended, would be on 
the center line of the locomotive at the correct point for 
the truck radius-bar pin. This construction was adopted 
because the motors are so located that it is impossible to 
place the radius pin at its normal position on the center 
line. 

A radial drawbar, arranged to receive a housing for 


curves. Thus the cab floats on the trucks since it is held 
in proper alignment with them by the center pins. 

The principal dimensions of the thirty-six locomotives 
are as follows: 


Length between couplér faces.....2.s8e nce sews civ cguiskeeets = eon pou tee 
Widtie over ‘ali, s; 5 s/c.daw cok pos agen cee cu * amici iG. ft. 3 im. 
Height. £0, 40p Of (Cab. sat saw oases as car ae eee ena hace mee 12 ft. 6 in. 
KMeight to fop” of elearstery....o<aserecebesbess ta eee nee 13 ft. 10 in. 
Wheelbase, rigid). ais scsinn.s a'clcise ous © ahs ae e ao a sth ED ae ae aoe ae 8 ft. 
Wheelbase, totalsasiswa.assa k's bx oneal ene aeswa se Meth pees 40 ft. 6 in. 
Driving wheels, diamétes, outside. «...icpaneacae& cna caves aren mene 63 in. 
Driving “wheels,  didmeter, ‘Genters.2. 3. dalaswsia wen wae eee eee 56 ft 
Driving” jouritals.3:2 aon sh as, «vic bh ns ers ea an ne me aa y in, %, 1S ie. 
Truck ‘wheels,. Gidneters ss «<1<s0 vied sme ees eh .te s amie ittae wie 36 in. 
Truck gf ourials:.. << dain d= ceaa cde maken eee ene es ene 6 in. x 12in. 
Weight on driving wheels for a.c.-d.c. engines............+. 182,000 Ib. 
Weight, total locomotive, for a.c.-d.c. engines...............-240,000 Ib. 


TWIN-MOTOR ARRANGEMENT 


The motors are grouped in pairs. The two motors of 
each pair—a right-hand and a left-hand motor—are bolted 
together so as to form a unit. One pair of motors is 
mounted rigidly on the truck frame over each of the four 
driving axles. Each pair of motors is provided with two 
axle bearings which carry a quill which is concentric with 


and surrounds the axle. A single gear is secured on one 


New Haven Locomotives—Guide Truck—Spring Buffers and Bumper Girders 


a Westinghouse friction draft gear, is mounted on each end 
of the engine. Thrust springs are provided to limit the 
lateral movement of the drawbar. The coupler shank is 
supported by a carrier iron which is bolted to the end 
bumper casting. Each group of two pairs of driving wheels 
and a pair of truck wheels is equalized on each side of the 
locomotive. The springs are of the usual semi-elliptic form 
and are mounted directly over their respective boxes. Hel- 


end of the quill, and into this gear mesh the two pinions 
keyed on the motor armature shafts. Mechanical connec- 
tion between the quills and the driving wheels is effected 
through helical springs which are mounted between the 
driver spokes and the projecting arms on each end of the 
quill. A radial clearance of 1% in. is provided between 
the inside of the quill and drive-wheel axle so that the 
drivers are free to follow irregularities in tracks. 
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Suit to Foreclose Kansas City Mortgage 


Henry L. McCune, acting as attorney for the Old Colony 
Trust Company, Boston, Mass., trustee under the mortgage 
securing $7,244,000 of bonds of the Metropolitan Street Rail- 
way, Kansas City, Mo., has brought suit before Judge W. C. 
Hook, of the United States Circuit Court of Kansas City, 
to foreclose the mortgage and to force a sale of the 
property covered by the mortgage. In general the mortgage 
securing the $7,244,000 of bonds covers the properties for- 
merly known and operated as the Kansas City Cable Com- 
pany, the Grand Avenue Railway, the Corrigan Consoli- 
dated Street Railway and the Metropolitan Street Railway. 
This embraces a little more than half of the mileage of the 
Metropolitan Street Railway at the time the peace agree- 
ment went into effect. It does not include the Central Elec- 
tric Railway, the Kansas City Elevated Railway, the East 
Side Electric Railway or the Kansas City & Westport Belt 
Railway. According to the bill in equity, the Old Colony 
Trust Company does not recognize the peace agreement 
under which the various lines of the company were brought 
together. The mortgage was executed on May 21, 1895, sev- 
en years prior to the peace agreement. 

According to Mr. McCune the suit in foreclosure was due 
primarily to the attitude of the present city administra- 
tion toward the Metropolitan Street Railway. He is re- 
ported to have said that it was not until the city, on the 
order of Mayor Jost, threatened to bring quo warranto 
proceedings against the company that the Old Colony 
Trust Company, acting for the bondholders, decided to 
bring suit to foreclose the mortgage. Mr. McCune was 
quoted as follows: 

“It merely is a move to protect the financial interests 
of the bondholders. We are asking that the mortgage be 
foreclosed and the property put up at a public sale and 
disposed of to the highest bidder. The bondholders would 
have a right to bid at the sale, though I do not know that 
they are contemplating such action.” 

R. J. Dunham, one of the receivers of the company, was 
quoted as follows: 

“We are going right ahead with our negotiations for a 
new franchise for the railway. We have an appointment 
with Mayor Jost for next Tuesday, which we will keep. The 
foreclosure suit against the company will not affect our con- 
ferences in the least.” 

On June 15, 1912, Mayor Henry L. Jost of Kansas City 
made public a long statement in regard to the relations of 
the city administration with the officers of the Metropolitan 
Street Railway, in which he said in part: 

“Subject to the ratification by the Council and approval 
by a vote of the people of Kansas City, I am willing to 
agree to a new contract with the Metropolitan Street Rail- 
way, which shall provide: 

“7 That the franchise now expiring in 1925 shall be ex- 
tended seventeen years so that it will expire thirty years 
from this date. 

“2. Nine years ago the company voluntarily made a con- 
tract with Kansas City known as the ‘peace agreement,’ 
This contract expires with the present franchise in 1925. 
I am willing to make it applicable for the entire thirty 
years subject to certain conditions, all of which the com- 
pany sought to induce Kansas City to accept in the ordi- 
nance submitted to a vote two years ago. These provisions 
are: 

“3. One-half fare for children under twelve years of age. 
Children under seven, accompanied by persons paying fare, 
free. 

“4. Six tickets for 25 cents. 

“= Seven tickets for 25 cents, good during the usual hours 
in which workingmen go to and from their places of em- 


loyment. ; 
“6. The company to pay one-third of the cost of the 


Twelfth Street trafficway viaduct, including grading and 
land damages. 

“> Conditions as to extension of tracks, right of pur- 
chase, regulation of fares and other details to be covered. 


“Provision 5, relating to workingmen’s tickets, is new. 

“In other words, I am willing to extend this franchise 
upon the terms of the very contract the company has made, 
supplemented by the terms of the contract the company 
sought to make only two years ago. Of course, such an 
arrangement, if effected, must be so made as to bind all of 
the companies and their creditors. 

“My investigation of the present receivership proves con- 
clusively to my mind that the company put itself in the 
control of the federal court to escape performance of its 
obligations to the city. 

“So far as dismemberment of street car lines is con- 
cerned, the city is in no real danger. The peace treaty of 
1902 under which the company is now operating its system 
secures to the people of this city the universal transfer and 
binds the companies to operate the railway as a whole. 
Under this peace treaty, and under it alone, more than 50 
miles of the company’s tracks have been laid. These tracks 
embrace extensions to every line of road, absolutely essen- 
tial downtown loops, a large portion of the system on the 
downtown West Side, nearly the whole of the Holmes 
Street line and the Swope Park line, McGee Street, South 
Walnut and Fifteenth Street between Grand Avenue and 
Main Street. : 

“The Metropolitan Street Railway cannot operate a car 
over any of these extensions and roads without granting 
universal transfers, and will at once forfeit more than 50 
miles of its best track if it fails to perform the obligations 
of the peace treaty. In fact, the company cannot reach a 
single one of its carhouses if it repudiates the peace agree- 
ment. 

“The situation appears to present the following alterna- 
tives: 

“(a) Peaceful settlement upon just terms to all parties. 
This I will endeavor to secure. 

“(b) A continuance of the company receivership with 
continued violation of the city’s contractual rights. This I 
will endeavor to prevent. 

“(c) A quo warranto proceeding to oust the companies. 

“(d) The building of a new and independent street rail- 
way system by a new company. This may become neces- 
sary and is possible. 

“(e) The enactment of the necessary enabling legislation 
and the building by the city of a municipal railway. 

“Tf proposition ‘a’ fails it will be because the company 
refuses to deal fairly with the city, and it alone will be 
responsible for what may follow. 

“T want peace, but not at the price of surrendering the 
rights of all the people of Kansas City for a lifetime to the 
railway. Of course, the people are the final judges of any 
contract entered into between the company and the Mayor 
and Common Council, and may adopt or reject it at the 
polls; but I assume that I-am expected not to sign, in the 
first instance, a contract which in conscience I cannot ap- 
prove. It is not necessary that I continue to be Mayor of 
this city, but it is necessary that I retain my self-respect 
while I am serving in this capacity.” 


Chicago Elevated Railway Valuation 


In connection with the work of valuing all the elevated 
railways in Chicago the real estate experts have furnished 
detailed estimates to the committee on local transporta- 
tion. The experts who made the estimates on the rest 
of the physical property have been requested to submit de- 
tailed figures. The difference between the real estate values 
as estimated by the elevated companies’ report and the ex- 
pert for the city has resulted in considerable discussion, but 
no real progress has been made. Gilbert E. Porter, counsel 
for the railway system, requested that, in view of the fact 
that no progress had been made, all estimates and informa- 
tion relative to the value of the various elevated properties 
should be submitted to a commission of engineers familiar 
with appraising electric railway properties. He said the 
railways were willing to submit the proposition to a com- 
mission to consist of the best engineering talent obtainable. 
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No action was taken on Mr. Porter’s suggestion, but the 
sub-committee on valuations of the local transportation 
committee was requested to draft some plan which will 
cover the various items entering into the physical value. 

The detailed figures on real estate values submitted at 
this meeting of the committee by both experts showed that 
the following elements entered into the value placed on 
each piece of property: 

(a) Location. 

(b) Dimensions of original track. 

(c) Square-foot area of original tract. 

(d) Normal market value of bare land constituting orig- 
inal tract. 

(e) Market value of improvements on portion of original 
tract taken. 

(f) Dimensions of railroad area. 

(g) Square feet of railroad area. 

(h) Normal market value of railroad area as bare land. 

(i) Land value of portion of original tract not taken by 
railroad. 

(j) Comparative calculation to find percentage of land 
damage to portion of original tract not taken. 

(k) Amount of land damage to portion of original tract 
not taken. 

(1) Buildings now owned by companies and estimate of 
buildings that would have to be demolished or removed 
in reproducing the present right-of-way. 

The detailed statement also showed that the average 
percentage of damage applied to the whole right-of-way 
by the railway expert was 57.1 per cent and that there were 
only two cases where the amount of damage estimated was 
in excess of 100 per cent. These two cases were where 
the right-of-way practically destroyed the value of the 
remaining property, the area of which was considerably in 
excess of the land taken. 

The wide difference in the valuation estimates of the 
Chicago Elevated Railways as presented by the experts for 
the companies and the city, and the inability of the commit- 
tee on local transportation of the City Council to reconcile 
the differences, has resulted in the committee and the com- 
panies agreeing to submit all the data collected by the two 
sets of experts to a new board of three engineers. One of 
the members of the new board will be selected by the city, 
one by the companies and the third member by the other 
_ two representatives. The new board will check the value of 
the elevated railway properties based on the original figures 
presented by the experts who represented the city and the 
companies and will be required to submit the revised valu- 
ation by Sept. I, 1912. 

The local transportation committee of the City Council 
has requested the companies to report by July 1, 1912, pro- 
posed improvements in service and other concessions to the 
city by reason of the proposed merger. The committee also 
has requested the harbor and subway commission to pre- 
pare before Sept. 1, 1912, a plan for subways to extend to the 
outlying districts. ; ; 


Plans for Electrification of Southern Pacific at Portland 


D. W. Campbell, general superintendent of the Southern 
Pacific Company at Portland, Ore., is quoted as follows in 
regard to the plans of the company for electrification of its 
lines out of Portland: 

“The Southern Pacific Company will build a number of 
branch lines in the Willamette valley, but it is not possible 
to make any definite announcements at this time. Future 
development will depend upon how soon and what sort 
of franchises are granted to us in Portland. Electricians 
have arrived here from San Francisco and have begun elec- 
trification of the line between Oswego and Portland, and 
we hope to have it ready by November. This is being done 
in advance of our company having secured a franchise in 
the city, but of course we cannot go on indefinitely with 
big projects without knowing what treatment we shall have 
from the city. If not hampered by the city in this work, 
it will not be long before the Southern Pacific will have 
a network of electric interurban lines in the Willamette 
valley that will be second to none in the world. 

“We cannot buy our right-of-way or terminal properties 
in towns in which we plan to give service until we first 
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have the assurance that we are going to be in a position 
properly to handle in the city the traffic that we bring 
to Portland. , 
“The first unit of electrification calls for electric service 
between Portland and McMinnville by two routes, one by 
way of Forest Grove and the other by way of Newberg. 
Eventually this unit will be extended to Eugene. The sec- 
ond unit will provide for electrification of the East Side 


lines.” 


Report of Cleveland Railway for May 


The report of the Cleveland (Ohio) Railway for May, 
1912, which was submitted to the City Council on the 
evening of June 17, shows a considerable reduction in oper- 
ating expenses over May, IQII, but it is explained that this 
is due to the recent strike of the trackmen and to the fact 
that May, 1911, was the first month in which the company 
was allowed to charge 12% cents per car mile for operation 
to make up a deficit that then existed. The charge for 
May, 1912, was 11%4 cents. The report shows a surplus of 
about $40,000 in the maintenance fund and an actual deficit 
in operation of $7,266. The total operating deficit is almost 
as large as the surplus in the interest fund above the 
$300,000 limit at which the fare is increased automatically. 
The report for May, 1912, as compared with 1911, follows: 


May. 1912. 1911. 
Operating Seventies .oxs.a oscr ese kcne esate e wae «sig $567,833 $577,958 
Operating allowanlCess 2c wesc tea eee a sinw emma es 385,098 402,413 

Net ‘frordt operatiotties, ~s:o0)<00.c em sls owner e wea $182,735 $175,545 
Other tneame | sia vey we aowstels sews clean ee eee eas *749 8,617 
Total opersting INCOME. 5.225 ca + ay Camas eens $181,986 $184,163 
Raxes * gdii« ated ¢ kia tae wi wes swe eee ks 5 29,839 32,249 
Net “INGOiG.< 5 s <adin'c wa alanis < 9 eeu meee etna ee $152,146 $151,913 
Noisy ed, ee ee ert reo, ree 117,457 127,383 
Sirplys cs 2 <ctued oe ceo e 6 ev os wa oo OE RS are we $34,689 $24,530 


*The other income was eliminated and this item shows a deficit be- 
cause of a charge for building a breakwater on the company’s property 
at White City. ; 


The actual disbursements for maintenance and operation 
for May, 1912, were $387,616, as compared with $436,333 in 
May, 1911. The actual surplus was $32,160. 


Detroit United Railway Rental Case Argued in Michigan 
Supreme Court 


The case of the City of Detroit against the Detroit United 
Railway wherein the city is seeking to enforce its demand 
for a rental of $300 per day for the use of sections of the 
streets occupied by the Fort Street line of the company was 
argued in the Michigan Supreme Court on June 14, 19012. 
The city claims that the franchises have expired on these 
streets and that it has the right to demand any rental that it 
sees fit. 

William L. Carpenter and Hinton E. Spalding appeared 
as attorneys for the company. Mr. Spalding said in part: 

“The learned Circuit Court bases its decision that the 
city was entitled to an injunction restraining the defendant 
from operating its Fort Street line upon the ground that 
its continued maintenance and operation constituted a 
nuisance, the continuation of which a court of equity would 
enjoin, We submit that such continued Operation would 
not constitute a nuisance, even though the claim as to the 
rights of the city is sustained, unless the Common Council 
by adequate action and notice to the company had uncon- 
ditionally ordered the railway to discontinue operations and 
had ordered the removal of the railway. This, the record 
fails to disclose. On the contrary, the record discloses a 
consent to the continued maintenance and operation of the 
railroad, the city electing to accept a money consideration 
for its consent that the company might remain in the street, 
and action is brought primarily for the purpose of enforc- 
ing the payment of the money consideration imposed as a 
condition of the consent. This, we submit, deprives the 
city, on the present state of the record, of the right to 
claim that the continued operation is a nuisance, if under 
any circumstances such operation could be termed a nuisance. 

_“The part of Fort Street which the city claims it has the 
right to prevent the street railway company from continu- 
ing to occupy constitutes a part of its right of way fora 
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railroad extending many miles on each side, and is therefore 
@ part of its line of railway and necessary for its continued 
maintenance and operation. Under its franchises it has the 
right to maintain and operate its lines intact. We respect- 
fully submit that the decree below should be reversed and 
the bill of complaint of the city of Detroit be dismissed.” 

Both attorneys for the company made frequent mention 
of the fact that the rental that had been imposed by the 
council was so high as to be prohibitory. W. L. Carpenter 
declared that no provision has been made as to whether the 
company was to remove its equipment or leave it in the 
street. Mr. Carpenter said: 

Chaos would result if the Fort Street line was removed 
and it is in the interests of the city as well as the com- 
pany that it be continued in use. It is the contention of the 
complainant that it would make it rest with the individual 
to destroy the happiness and prosperity of a whole com- 
munity.” : 

Corporation Counsel Lawson of Detroit said in part: 

“This case involves no interstate problems. The fran- 
chise on the line in question expired in 1910. In 10905 the 
limits of the city were extended to Artillery Avenue. “Pre- 
vious to the date when the franchise expired the Council 
gave notice that after the franchise had expired the com- 
pany would have to pay $300 per day. The company replied 
that the franchise had not expired, but in order to avert 
trouble they would pay the sum demanded. Similar resolu- 
tions were passed by the Council when the other grants 
expired, and it was upon these conditions only that they 
would be permitted to operate. 

“The Common Council filed a bill of complaint asking the 
court to adjudicate the matter. We had the right to make 
the rental rate prohibitory. We ask this court to require 
the company to pay rental from the time the franchise ex- 
pired. We claim we have full right to fix the rent at what- 
ever we please, and that their only excuse for not paying is 
to abandon the cars. To continue to run, the only recourse 
of the company is to pay the rent demanded by the city. 
The company claims it is a continuous line from Toledo 
to Port Huron, and that Detroit has no right to disrupt 
through service. If this is true the company can change its 
route from Fort Street.” 


Transfer of Franchise Approved in New York 


The Board of Estimate and Apportionment of New York 
has agreed to allow the Manhattan & Jamaica Railway to 
take over the franchise of the South Shore Traction Com- 
pany after it has been modified so as to make it non- 
exclusive. The franchise committee of the Board of Esti- 
mate filed a report recently recommending that the 
franchise be revoked. On June 13, however, a new report 
was submitted to the board advising that permission be 
given for the assignment of the franchise to the Manhattan 
& Jamaica Railway. The report of the franchise committee 
follows in part: 

“The franchise committee, as already reported, was unani- 
mously of the opinion that the future welfare of the bor- 
ough of Queens demanded that no company should have 
exclusive rights upon the only direct thoroughfare leading 
from the Queensboro Bridge to Jamaica. It was the 
demand of the South Shore Traction Company that terms 
be laid down for any future company desirous of operating 
over the South Shore Traction Company’s tracks on Thom- 
son Avenue so onerous as to make the franchise effectually 
exclusive. The South Shore Traction Company declined 
to accept terms which to your committee seemed just and 
reasonable. 

“Since the meeting of last week the company has changed 
its attitude in this matter and has signified its willingness 
to recognize the principle of free competition under fair 
terms, upon which your committee has insisted. The com- 
pany now agrees to accept a franchise which will permit 
the use of any part of its tracks by any company which 
may receive a grant of a franchise from the city in the 
future, upon terms to be agreed upon by the coinpanies 
themselves or, in the event of disagreement, on terms to 
‘be fixed by the Public Service Commission for the First 


District. 
“The franchise committee has also secured an agreement 


‘by the company to construct and place in operation its line 


ELECTRIC ‘RAILWAY JOURNAL 


1089 


to the intersection of Thomson Avenue and the tracks of 
the Long Island Railroad Company near Greenpoint Avenue 
on or before Oct. 31, 1912; to Elmhurst by Dec. 31, 1912, 
and to Jamaica by March 31, 1913, with a further agreement 
by the company to complete its road from Jamaica to the 
city line within six months after receiving notice from the 
president of the borough of Queens that he is willing to 
issue the necessary permits for the streets involved.” 


Resolutions Adopted Which Propose Subway Work in 
New York 


The Public Service Commission of the First District of 
New York has adopted resolutions with regard to the prep- 
aration of plans and forms of contract for the construction 
of additional rapid transit lines in Brooklyn and Queens. 

The commission has also adopted the Sixty-fifth Street 
(Brooklyn) and Staten Island route. The resolution pro- 
vides for the construction of a two-track subway extending 
from a point in Brooklyn under Fourth Avenue at or near 
Sixty-fifth Street, where a connection can be made with 
the Fourth Avenue route as already legalized, and thence 
extending under Sixty-seventh Street, Owl’s Head Park 
and under the Narrows to a point near Arrietta Street in 
the borough of Richmond, where the route will diverge 
into two sections, one section running to a point of con- 
nection with the North Shore branch of the Staten Island 
Rapid Transit Railroad and the other running to a point of 
connection with the South Shore branch of the Staten Island 
Rapid Transit Railroad. 


New Road Placed in Operation in Idaho.—The Idaho 
Traction Company has completed and placed in operation 
its road between Caldwell and Nampa, Idaho. 


Fender Approved for Use in New Orleans.—The City 
Council of New Orleans, La., has approved the Heer fen- 
der submitted by the New Orleans Railway & Light Com- 
pany for use on its cars. 


Traffic Expert Recommended for Toronto.—The Board 
of Control of Toronto, Ont., has recommended to the City 
Council that Corporation Counsel Drayton be permitted to 
secure a railway expert to advise him on street railwa 
traffic matters. : 


Increase in Fire Insurance in Philadelphia.—The insur- - 
ance carried by the Philadelphia (Pa.) Rapid Transit Com- 
pany has been increased from $20,523,490 to a total of 
$21,000,000. A reduction in the former rate of 50 cents per 
$100 was secured, the new policies being written at-the rate 
of 45 cents per $100. 

Strike on Albany Southern Railroad——The employees of 
the Albany Southern Railroad, Hudson, N. Y., who went 
on strike at 7 p. m. on June 7, 1912, returned to work at 
6 p. m. on June 8, 1912, under an agreement to submit to 
John Williams, state commissioner of labor, the interpreta- 
tion of the word “discipline” under the working agree- 
ment, with reference to a carhouse employee who was 
transferred from day to night duty, and to have a board 
of arbitration pass upon the grievances of six other em- 
ployees. 

Hearing in Regard to Extension of State Routes in New 
York.—Richard W. Meade, president of the Fifth Avenue 
Coach Company, New York, N. Y., put in evidence at the 
hearing before Commissioner Eustis of the Public Service 
Commission of the First District of New York on June 19, 
1912, a number of letters from merchants and others 
approving the application of the company for permission to 
extend its omnibus service in New York City along Park 
and Madison Avenues from Eighty-sixth Street to Twenty- 
third Street and along Seventh Avenue from Fifty-seventh 
Street to the Pennsylvania Railroad station at Thirty-third 
Street and Seventh Avenue. The hearing has been ad- 
journed until July 3, 1912. 

Provision for Municipal Ownership in New Los Angeles 
Charter.—The special committee appointed recently by the 
Council of Los Angeles, Cal., to negotiate ayatlel ial, 18. 
Huntington, president of the Los Angeles Railway Cor- 
poration, with reference to the ultimate purchase of the 
railway by the city has decided to reccommend to the charter 
freeholders that provision be made in the new city charter 
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for the purchase of the system if the city so desires at any 
time in the future. W. E. Dunn, representing the com- 
pany, has agreed to permit the city to have-an expert ac- 
countant inspect the books of the company at frequent 
intervals with a view of ascertaining the net profits and 
finally determining the value of the franchise of the com- 
pany. 

Service on Superior Avenue, Cleveland.—At the instance 
of Peter Witt, street railway commissioner of Cleveland, 
Ohio, a resolution has been introduced in the City Council 
of Cleveland which provides that an express service shall 
be established on Superior Avenue to accommodate the 
people of East Cleveland, if they will agree to pay a 5-cent 
fare. The following day Mayor J. R. McQuigg, of East 
Cleveland, stated that the people are satisfied with the 
present service on Euclid Avenue, with a fare of 3 cents. 
He said he did not believe that a rapid transit service on 
Superior Avenue would reduce the running time to East 
Cleveland fifteen minutes, as Mr. Witt had estimated. J. J. 
Stanley, president of the Cleveland Railway, is said to have 
taken the position that the franchise on Euclid Avenue must 
be amended to require a 5-cent fare from East Cleveland 
before he will agree to accept the arrangement on Superior 
Avenue. 


Plans to Prevent Dismantling of the Portsmouth & 
Exeter Street Railway.—Citizens of Portsmouth, N. H., are 
taking steps to prevent the Portsmouth & Exeter Street 
Railway from being dismantled. The Portsmouth Board of 
Trade and Merchants’ Exchange met recently and Mayor 
Badger appointed a committee to raise $7,500, which, to- 
gether with a like sum pledged by citizens of Greenland, 
N. H., will enable the citizens to purchase that part of the 
railway between Portsmouth and Greenland. The Boston 
& Maine Railroad has submitted a proposition to operate 
the line between Portsmouth and Stratham without cost to 
any other party provided the citizens purchase the equip- 
ment. At the end of three years if the road has paid ex- 
penses or exceeded them the railroad company will buy or 
rent the property. Under present plans only the section of 
the railway in Portsmouth and Greenland is to be pur- 
chased. 


Chicago Railways Company Transportation Department 
Changes.—The Chicago (Ill.) Railways Company has con- 
solidated its transportation organization, eliminating the 
three offices of superintendent of divisions. Williston Fish, 
vice-president and general manager, will take actual charge 
of the transportation department temporarily and J. B. Ho- 
garth, general superintendent, will be transferred to the 
statistical department. The position of general superintend- 
ent will be held open temporarily. B. Phillips, superintend- 
ent of the western division, and J. H. Larkin, superintendent 
of the northwest division, will be made assistant superin- 
tendent of transportation and superintendent of inspectors, 
respectively, reporting to Mr. Fish. Another change which 
has been effected converts the titles of the eleven barn 
foremen in charge of carhouses to station superintendents, 
reporting to the general manager for the present, and the 
general superintendent as soon as he has been appointed. 
The station superintendents will be held responsible for 
their respective stations and the condition of all vars which 
are operated from them. W. C. Pearce, formerly in charge 
of the timetable department, has been made superintendent 
of schedules, reporting to the general superintendent. The 
department of publicity will be abolished and matters com- 
ing under this head will be handled by the general manager 
of the company. 


Work of Wisconsin Commission Reviewed by John H. 
-Roemer.—John H. Roemer, chairman of the Railroad Com- 
mission of Wisconsin, addressed the Board of Trade of 
Indianapolis recently in regard to the work of the Wiscon- 
sin commission. He said that four years’ administration 
of the Wisconsin law indicated that a comprehensive sys- 
tem of regulation such as is provided in Wisconsin is ad- 
vantageous to both the public and the corporations. The 
foundation of the Wisconsin system was a uniform in- 
determinate franchise, which protected the privately owned 
utilities from being deprived of their property unless the 
municipality determined to acquire the same, and in the 
event of purchase by the municipality the law provided that 
the compensation should be fixed by the commission. The 
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Wisconsin law imposed on the commission the duty of 
valuing .every public utility plant in the State, as 1t was 
essential that the capitalization upon which returns were to 
be allowed should be determined in order to deal justly 
with the matter of rates. Mr. Roemer added that one oi 
the features of the law was that all municipal plants were 
under the supervision of the commission to the same eX- 
tent as privately owned plants. On the subject of rate ot 
returns he said that the inquiry was often made by those 
interested in utilities outside of Wisconsin as to the rate of 
return that was allowed to a utility in Wisconsin. The 
commission had never established any fixed rate of return 
and did not intend to establish any such return. 


PROGRAMS OF ASSOCIATION MEETINGS 


American Railway Toolroom Foremen’s Association 


The fourth annual convention of the American Railway 
Toolroom Foremen’s Association will be held at the Hotel 
Sherman, Chicago, Ill, on July 9, 10 and 11, 1912. 


Institute of Operating Engineers 
Sept. 6 and 7, 1912, have been announced as the date for 
the second annual meeting of the Institute of Operating 
Engineers. The meeting of the institute on July 2, 1912, 
will be addressed by William A. T. Willink, master oper- 
ating engineer of the Institute of Operating Engineers, 
instead of by President Jurgensen, who is ill. The subject 
is “Efficiency in Steam Boiler Furnaces.” 


New England Street Railway Club 


The following program has been announced for the an- 
nual members’ and ladies’ outing to be held by the New 
England Street Railway Club on June 27, 1912, at 
Gloucester and Cape Ann: 

10 a. m.—Special train from North Station, Boston, to 
Gloucester. 

II a. m—Special trolley, furnished through the courtesy 
of the Bay State Street Railway, at Gloucester station for 
a trip around Cape Ann. 

I p. m—Dinner at Hawthorne 
waters of Gloucester Harbor. 

After dinner to 4:30 p. m—Dancing in the Casino and 
boat rides up the Annisquam River. 

4:30 p. m—Special trolleys to Gloucester station. 

5 p. m.—Special train for Boston. 

6 p. m.—Arrive at North Station, Boston. 

Tickets are $2.50 each, whether for club members er for 
lady. 


Inn, overlooking the 


Keystone Railway Club 


The call for the meeting of the Keystone Railway Club 
at the Hotel Columbus, Harrisburg, Pa., on June 25, 1912, 
has been sent to the presidents, general managers and 
superintendents of the electric railways in Pennsylvania, 
New Jersey and Delaware. The meeting will be called 
promptly at 10 a. m. The constitution and by-laws have 
been drawn up and the committee in charge will present 
them to the members of the club for their consideration. 
The matter of dues and initiation fees for new members 
will also be taken up and decided upon. The program of 
papers which will be read is as follows: 

Paper, “The Preparation of Equipment for Summer Busi- 
ness,” by William H. Wheaton, master mechanic of the 
Wilkes-Barre (Pa.) Railway. 

Paper, “The Relationship of the Equipment Department 
to the Traffic Department,” by C. M. Paxton, assistant 
to the general managet of the American Railways, Phila- 
delphia, Pa. ‘ 

Paper, “Shop Management and the Handling of Repairs 
to the Best Advantage,” by Henry Branson, formerly 
superintendent of equipment of the Philadelphia (Pa.) 
Rapid Transit Company. 

The entertainment committee has arranged for a luncheon 
after the meeting. 


: Hoe meeting after the one of June 25 will be held in the 
tall, 


' 
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Financial and Corporate 


Stock and Money Markets 


aoe: June 19, 1912. 
cha one news from Chicago to-day about the pro- 
ngs of the Republican national convention this week 
had little if any effect on the prices of securities traded in on 
the New York Exchange. There was a slight increase in 
activity, but it was credited to the resumption of operations 
by the interests which have of late neglected the particular 
issues in which they are interested. Several of the copper 
stocks, notably Amalgamated, shared in the forward move- 
ment. Rates in the money market to-day were: Call, 3 per 
cent; sixty days, 3@3%4 per cent; ninety days 34 @3Y% per 
cent; four months, 314@334 per cent. _ eee 

The volume of business transacted on the Philadelphia 
exchange was very meager, the total sales being only about 
6300 shares. American Cities was a feature. , 

The Chicago market was firm in the face of the events at 
the convention. The traction stocks were inactive, but sales 
were recorded of Chicago Railways 5’s and Lake Street ie 
vated 5's, <e 4 

In the Boston market the trading in the copper shares 
was the feature. 

In the Baltimore market the trading in stocks was feature- 
less, but there was considerable demand for bonds. 

Quotations of traction and manufacturing securities as com- 
pared with last week follow: 


7 

American Brake Shoe & Foundry (common)....... ede: ache 
American Brake Shoe & Foundry (preferred) eter ahi. s* 137! ald Va 
American Cities Company (common)...............-. , j 
American Cities Company (preferred)................ if : 
American Light & Traction Company (common)..... 350 1355 
American Light & Traction Company (preferred) .. 110 alld 
American Railways Company.....................2.. 243% a433 
Aurora, Elgin & Chicago Railroad (common).......... a48 4414 
Aurora, Elgin & Chicago Railroad (preferred)...... a8s ass 
Bnctow Biepated Railway........ <<... <cnss-scnss...al29 al28 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred)...... 78 78 
Boston & Worcester Electric Companies (common).... a97é a9% 
Boston & Worcester Electric Companies (preferred)... a54 ‘ a54 
Brooklyn Rapid Transit Company.................... 883 8s 
Capital Traction Company, Washington............... al28 al25 
RR Ee ERGs os cicadas aesde exasnswasas esr al90 al90 
Chicago Elevated Railways (common)................ a35 a35 
Chicago Elevated Railways (preferred)............... a92 a92 
i mcdee  matware, plepte, 2h. bo... 2 see c seen a92 a92 
Chicago Railways, ptepte., ctf. 2.2.2... 0. .eaccccnenes a26 a27 
Rape AM WAVE CMMI, PEL, 3 on - ois os acc cence des a&8% a9 
Cinraps Eoslwavs, piepte, ctf. 4. . o.oo. cae cceln cn ae a4 a5 
Roevieratiatt Street RaNWAY. -< oo sca ena sarccacneecceas al29% al30 
ee A ee ae re ree al05% al0434 
Cleveland, Southwestern & Columbus Ry. (common)... a7 gif 
Cleveland, Southwestern & Columbus Ry. (preferred). a40 *40 
Columbus Railway & Light Company..............-.. a55 a55 
Colanwes Railway (conumon).< . ccs. c st cew ens ccenen 80 80 
Columbus. Railway (preferred)...........22.0sse00005 a95 a95 
Dayton Street Railway (common)...............2+-+- a25 a25 
Dayton Street Railway (preferred)................4.. al00 al00 
Denver & Northwestern Railway............-..2+..-; *135 og 33 
Detroit United Railway... - ccc. -2cececsnccncoes a72 a72 
Srenmerat  Paectste Campany, ..vsisac cc wcrc desasecneses 169 17024 
Georgia Railway & Electric Company (common)....... al25 al25 
Georgia Railway & Electric Company (preferred)...... a86 a86 
Interborough Metropolitan Company (common)........ 20 204 
Interborough Metropolitan Company (preferred)...... 57% 58% 
International Traction Co., 4% bond, rcts............ #75 #75, 
Indiana Union Traction Company...........+++..0+++ a7 ff 
Kansas City Railway & Light Company (common).... a21 a20 
Kansas City Railway & Light Company (preferred).... a48% a46 
Lake Shore Electric Railway (common)........-...--- a7 "7% 
Lake Shore Electric Railway (1st preferred).......... ag +O 
Lake Shore Electric Railway (2d preferred).......... 25 £35 
WMasiteititnt UWA oon ovens dre < vac cxvextserssntecsee 135% 136 
Massachusetts Electric Companies (common).......-.. 20 a20 
Massachusetts Electric Companies (preferred)........ a93 a93 
Milwaukee Electric Railway & Light (preferred).....- al05 *105 
Norfolk Railway & Light Co......---+-eeceeeeceeeees a29 *29 
North American Company...........eeeseeressevees 83% 829% 
Northern Ohio Light & Traction Company (common).. a70 a65 
Northern Ohio Light & Traction Company (preferred) .al05__ 1105 
Philadelphia Company, Pittsburgh (common)......... a43% a43 4 
Philadelphia Company, Pittsburgh (preferred).....-.-. a515% 5244 
Philadelphia Rapid Transit Company.....-.--+ee+eee++ a22% a23 
Portland Railway, Light & Power Company.......... 69 "60". 
Public Service Corporation.........+0+0+ee eer eeeeees ali2 allly 
Third Avenue Railway, New York........-.--+--+-++ a39 f 13814 
Toledo Railways & Light Company......- Tie ee a7 4 a7 
Twin City Rapid Transit Co., Minneapolis (common) .al05% 1106 
United Rys. & Electric Company (Baltimore)......--- "244 *244 
United Rys. Inv. Co. (common).....+.++-+eeeeeeeeees 3044 a30V 
United Rys. Inv. Co. (preferred)....--++--+s+eeeeees 59% a60 
Virginia Railwzy & Power Company (common)......-- a50! a507 
Virginia Railway & Power Company (preferred)...... ago 90 
Washington Ry. & Electric Company (common)....-.. a92 ay2Z7% 
Washington Ry. & Electric Company (preferred)...... a94 % a94 Yj 
West End Street Railway, Boston (common)....---.- a85 ass 
West End Street Railway, Boston (preferred)......-. al01 1093 
Westinghouse Elec. & Mfg. Co..---sesesreeneerreres a72% 473 
Westinghouse Elec. & Mfg. Co. (Ist preferred)....... a120 al20 


*Last sale. a Asked 
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ANNUAL REPORT 


West Penn Traction & Water Power Company 
The report of the West Penn Traction & Water Power 
Company and subsidiary companies for the year ended 
March 31, 1912, shows an increase in gross earnings of 
17.8 per cent and an increase of 14.6 per cent in the 
net earnings over the year ended March 31, 1911. The 
statement of earnings of the properties of the company and 
subsidiary companies for the years ended March 31, 1912 
and rori, follows: 


. ; 1912. 1911. 
CINORBS NOOO US wigs 4.4 ue Tuoi, sie sisi aieie ints iorrvaunaualanies $2,427,481 $2,059,227 
Operating expenses and taxes.........0000cs. 1,216,797 1,002,527 
INGE PEALINUR Biicane.cofeaaWarcatien, tia oma manor $1,2 t 
Fixed Charges: Gp ae eee tie 
Interest on West Penn Railways 
bonds and bonds of subsidiary 
companies of the West Penn 
PUSUINEN Set CRN: essgiu cater dea, mveioiart taactain’ $461,625 
Interest on $2,845,000 5 per cent. 
bonds of the West Penn Trac- 
tion Company from March 31, 
1911, to March 31, 1912): from 
MIBUGS) TESTRG Jeutasth mises rec rae 86,766 
Interest on bonds of subsidiary 
companies of West Penn Traction 
| Woncohey: aly gl MRA eR aOR a rt ew 22,042 
Amount required to pay 5 per cent. : 
per annum on $2,750,000 preferred 
stock of the West Penn Railways. 137,500 
—— -— 707,933 613,321 
DUMDHIS: g Wier Hunt eistetels wierelerseyd aunties $502,751 $443,379 


The increases in the gross and net earnings of the com- 
pany since the first annual statement, made in 1905, are 
indicated by the following comparisons: 


Year ended Dec. 31. Gross. Net. 
WIEN IB! acer tne deta. & Cis, oe and, arekOle.e ile AP aeeree euereL ae orchode $1,060,238 $480,480 
OD Ay CE eee POR OC IE POE EL ce Gta Orie ro.tee 1,409,493 635,516 
DST) ecient: aaa» carats cote Gn exe iar eingias 40% er ore Pe eee 1,603,100 761,333 
RESUME Oe teictn cor anenne avate ahora eye tan hatte attere tiaehans oe LSS 36 691.874 
TODS) Me peeyn Achar eagle Veretay Sho aratetars erat oie at obareianrteest ee 1,767,915 786,574 
ONT air tes ncue nev cGy sien. che Suen solte Seka hana iat eer edios en 2,042,002 1,054,359 
STR leit ER Re IR POT FCIAC aOR 2) FERGIE Ac Oa 2,260,286 1,148,005 
we RRO LC revolnt Ber ans cL RRR RENEE a SIA Ce EL oe 2,427,481 1,210,684 


*Year ended March 31. 


The West Penn Traction & Water Power Company took 
over the West Penn Traction Company and its subsidiary 
companies as of Jan. 1, 1912. It controls and operates ap- 
proximately 209 miles of interurban railway in the Pitts- 
burgh district and the Connellsville coke region in Penn- 
sylvania, and its cars enter Pittsburgh. It also furnishes 
light and power service in 110 cities and towns in the dis- 
trict which surrounds Pittsburgh within a radius of 30 
to 50 miles. The majority of the stock of the company 
is owned by the American Water Works & Guarantee 


Company. 


American Public Utilities Company, Grand Rapids, Mich. 
—The American Public Utilities Company kas been incor- 
porated in Delaware to control the Utah Gas & Coke Com- 
pany, Salt Lake City, Utah; the Boise Gas Light & Coke 
Company, Boise, Idaho; the Minnesota-Wisconsin Power 
Corporation; the Elkhart Gas & Fuel Company, Elkhart, 
Ind.; the Valparaiso (Ind.) Lighting Company; the Winona 
Gas Light & Coke Company, Winona, Minn.; the Albion 
Gas Light Company, Albion, Mich.; the Holland (Mich.) 
City Gas Company, and the Jackson Light & Traction 
Company, Jackson, Miss. The authorized capital stock of 
the company is $40,000,000, of which $20,000,000 is to be 
6 per cent cumulative preferred stock and $20,000,000 com- 
mon stock. Of the preferred stock $1,714,000 is outstand- 
ing and of the common stock $2,400,000 is outstanding. 
There is also outstanding $739,000 of collateral trust 5 per 
cent thirty-year bonds, but the total amount of these bonds 
has not yet been determined definitely. The company is 
being promoted by Kelsey, Brewer & Company, Grand 
Rapids, Mich., as organization managers, and the securities 
of the company are being placed by Kelsey, Brewer & Com- 
pany, by Williams, McConnell & Coleman, New York, 
N. Y.. and others, who are offering $725,000 of the preferred 
stock and $290,000 of the common stock in blocks of $1,000 
par value preferred stock and $400 par value common stock 
for $1,000. The company will be under the active manage- 
ment of Kelsey, Brewer & Company. The company will 
organize permanently within a short time and its personnel 


will then be announced. 
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Brooklyn (N. Y.) Rapid Transit Company.—On June 
13, 1912, the Public Service Commission of the First Dis- 
trict of New York heard the application of the South 
Brooklyn Railway for permission to buy the capital stock 
of the Prospect Park & South Brooklyn Railroad and the 
New York & Coney Island Railroad, which are subsidiaries 
of the Brooklyn Rapid Transit Company. The commission 
has reserved decision. Representatives of the Brooklyn 
Rapid Transit Company, Kuhn, Loeb & Company and the 
Central Trust Company conferred informally with the mem- 
bers of the Public Service Commission of the First Dis- 
trict of New York recently in regard to financing the re- 
quirements of the Brooklyn Rapid Transit Company in con- 
nection with the rapid transit developments. It is under- 
stood that the plan for financing which is under considera- 
tion proposes an issue of $100,000,000 of forty-nine-year 5 
per cent bonds to be pledged from time to time as security 
for short-term 5 per cent notes. 

Burlington Railway & Light Company, Burlington, Ia.— 
William Morris Imbrie & Company, New York, N. Y., as 
members of a syndicate of which the Equitable Trust Com- 
pany, New York, N. Y., is manager, offer for subscrip- 
tion first mortgage 5 per cent sinking fund gold bonds 
of the Burlington Railway & Light Company at 96% and 
interest, to yield about 5.30 per cent. The bonds are dated 
March 1, 1912, and are due on March 1, 1932. They are 
callable at 105 and interest on any interest date on three 
months’ notice. The total authorized issue of these bonds 
is $7,500,000, of which amount $1,400,000 is outstanding. 


Cheyenne (Wyo.) Electric Railway.—The sale is re- 
ported of the Cheyenne Electric Railway to the Cheyenne 
Light, Fuel & Power Company, which is owned and oper- 
ated by the Northern Colorado Power Company. 


Columbus, Kenton & Toledo Traction Company, Colum- 
bus, Ohio.—The Public Service Commission of Ohio on 
June 4, 1912, refused to grant the Columbus, Kenton & 
Toledo Traction Company authority to increase its capital 
stock to $50,000 and to issue $1,385,000 of bonds. The 
company intended to use the proceeds from these securities 
to build an electric railway between Findlay and Richwood, 
operating over the line of the Toledo, Bowling Green & 
Southern Traction Company for the remainder of its route 
to Toledo. 


Coney Island & Brooklyn Railroad, Brooklyn, N. Y.— 
William N. Dykman, E. S. Marston and Frank R. Ford 
have resigned as directors of the Coney Island & Brooklyn 
Railroad. E. W. Clucas has been elected to succeed Mr. 
Dykman, but the other vacancies have not been filled. In 
April, 1912, it was announced that 12,000 shares of the 30,- 
000 shares of stock of the company purchased from the 
Hyde estate and others had been turned over to the Law- 
yers’ Title Insurance & Trust Company, New York, N. Y., 
as, trustee. : 

Consolidated Cities Light, Power & Traction Company, 
New York, N. Y.—The Consolidated Cities Light, Power & 
Traction Company was incorporated at Dover, Del., on 
June 17, 1912, in the interest of Henry L. Doherty & Com- 
pany, New York, N. Y., to acquire a number of public 
utilities properties which have previously been owned by 
Doherty & Company. The capital stock of the company is 
$10,000,000, of which amount it is understood $5,000,000 is 
to be issued at the present time, while there is also to be an 
authorized issue of bonds to the amount of $25,000,000. 
An official announcement in regard to the properties to be 
acquired will be made in the near future. 


Haverhill & Southern New Hampshire Street Railway, 
Haverhill, Mass.—The Haverhill & Southern New Hamip- 
shire Street Railway has petitioned the Massachusetts Rail- 
road Commission for authority to change its name to the 
Massachusetts Northeastern Street Railway. 


Indianapolis, New Castle & Eastern Traction Company, 
Indianapolis, Ind.—The Indianapolis, New Castle & Eastern 
Traction Company has filed for record a mortgage to the 
Fidelity Trust Company, Philadelphia, Pa., as trustee to 
secure an issue of $1,500,000 of 6 per cent bonds due in 
seven years. 

Lake Shore Electric Railway, Cleveland, Ohio.—The 
Lake Shore Electric Railway has brought suit against the 
Ohio Public Service Commission to set aside the decision 


ELECTRIC RAILWAY JOURNAL 


[VoLt. XXXIX, No. 25. 


of the commission refusng the company authority to issue 
$56,000 of bonds at 80 instead of par in order to provide 
capital for various purposes. 

Monongahela Valley Traction Company, Fairmont, Ww. 
Va.—On Aug. 1, 1912, the Monongahela Valley Traction 
Company will redeem the $1,000,000 of 5 per cent notes 
of the Fairmont & Clarksburg Traction Company dated 
Feb. 1, 1911, and due Feb. 1, 1914. 

Ocean Shore Railroad, San Francisco, Cal—The Ocean 
Shore Railroad has applied to the Railroad Commission of 
California for permission to issue $700,000 of bonds which 
are to be deposited with the Union Trust Company as 
security for a loan of $250,000 to complete the purchase of 
terminal property at Eleventh and Market Streets, San 
Francisco. 

Phoenix (Ariz.) Railway.—Negotiations are reported to 
be in progress in Los Angeles between C. C. Lewis, presi- 
dent of the Salt River Valley Electric Railway, and M. H. 
Sherman, president of the Phoenix Railway, for the pur- 
chase of the Phoenix Railway in the interest of the Salt 
River Valley Electric Railway, which has under construc- 
tion a system of lines to extend from Phoenix to Scottsdale 
and Peoria.’ Mr. Sherman, who controls the Phoenix Rail- 
way, was formerly vice-president and treasurer of the 
Los Angeles-Pacific Company, the successor to the Los 
Angeles-Pacific Railroad. 

Public Utilities Company, Evansville, Ind—The Public 
Utilities Company of Evansville was incorporated in Indiana 
on June 10, 1912, with a capital stock of $6,000,000, pre- 
sumably to succeed the Evansville Public Service Company 
and the Evansville & Southern Indiana Traction Company, 
which were merged on April 5, 1912, by vote of the directors, 
as noted in the ELecrric RarLwAy JouRNAL of April 13, 
1912, page 634. The incorporators of the Public Utilities 
Company of Evansville include John G. McKee, Lafayette, 
Ind., Walter C. McGraw, Lafayette, and William Winter, 
Indianapolis, Ind. The directors include Mr. McKee, Mr. 
McGraw and Mr. Winter, and in addition John D. Cash, 
Levi Paxson and K. D. Leavitt. The company expects to 
organize permanently within a short time. 


Shamokin & Mount Carmel Transit Company, Mount 
Carmel, Pa.—The Girard Trust Company, Philadelphia, 
Pa., has applied for the appointment of a receiver for the 
Shamokin & Mount Carmel Electric Railway, which is in- 
cluded in the system of the Shamokin & Mount Carmel 
Transit Company. 


Sunbury & Susquehanna Railway, Sunbury, Pa—The 
Sunbury & Susquehanna Railway has filed for record at 
Sunbury a mortgage given in favor of the Sunbury Trust 
& Safe Deposit Company, Sunbury, Pa., as trustee, to 
secure an issue of $1,200,000 of forty-year first and refund- 
ing mortgage 5 per cent bonds. The Sunbury & Susque- 
hanna Railway is a consolidation of the Sunbury & Selins- 
grove Electric Street Railway, the Sunbury & Northumber- 
land Electric Railway, the Sunbury, Lewisburg & Milton 
Railway, the Montandon & Milton Street Railway and the 
Chillisquaque Connecting Street Railway. 


United Light & Railways Company, Grand Rapids, Mich. 
—The stockholders of the United Light & Railways Com- 
pany have voted to increase the number of directors from 
nine to fifteen and to authorize an issue of $4,375,000 of 
bonds. A syndicate headed by N. W. Halsey & Company, 
New York, N. Y., and Russell, Brewster & Company, 
Chicago, Ill, will purchase the bonds, the plan being to 
use the proceeds of the issue to finance the purchase of 
the holdings of the Tri-City Railway & Light Company 
and other properties to which reference was made in the 
Evectric Rattway JournaL of March 16, 1912, page 44I. 
The New York Trust Company, New York, N. Y., and 
Mortimer & Buckner, New York, N. Y., are the trustees 
under the trust deed. It is proposed to remove the 
headquarters of the United Light & Railways Company 
from Grand Rapids to Chicago on July 1. As previously 
stated in the ELecrric Rattway Journat, the new directors 
of the company will be Samuel Insull, president Common- 
wealth Edison Company, Chicago, Ill.; Edward P. Russell, 
of Russell, Brewster & Company, Chicago, Ill.; William 
Butterworth, Moline, Ill.; J. P. Porter, president of the Tri- 
City Railway & Light Company, Davenport, Ia.; J. G: 
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White, of J. G. White & Com 
, G. pany, Inc., N VorkioNs-Y. 
and E. G. Filer, Manistee, Mich. ee 


Westchester Street Railroad, White Plains; wNe Ye lhe 
Public Service Commission of the Second District of New 
York has authorized the Westchester Street Railroad to 
issue its first mortgage upon all its property, rights and 
franchises to secure the Payment of its bonds to the aggre- 
gate amount of $2,000,000. The company is authorized to 
issue upon the security of the mortgage bonds to the amount 
par value of $386,000, to be sold at not less than their face 


value and the proceeds used for improvements and better- 
ments to the company’s line, 


Dividends Declared 


American Cities Company, New York, N. Y., 3 per cent 
preferred. | 

Aurora, Elgin & Chicago Railroad, Chicago, Ill, quar- 
terly, 1%4 per cent, preferred; quarterly, 344 of I per cent, 
common. 

Capital Traction Company, Washington, D. C., quarterly, 
1% per cent. 

Carolina Power & Light Company, Raleigh, N. C., quar- 
terly, 134 per cent, preferred. 

Cedar Rapids-Iowa City Railway & Light Company, 
Cedar Rapids, Ia., quarterly, 134 per cent, preferred; quar- 
terly, % of I per cent, common. 

Cincinnati (Ohio) Street Railway, quarterly, 114 per cent. 

Consolidated Traction Company of New Jersey, Newark, 
N. J., 2 per cent. 

Frankford & Southwark Passenger Railway, Philadelphia, 
Pa., quarterly, $4.50. 

Halifax (N. S.) Electric Tramways, Ltd., quarterly, 2 
per cent. 

Illinois Traction System, Peoria, Ill, quarterly, 114 per 
cent, preferred. 

Memphis (Tenn.) Street Railway, 1% per cent, preferred; 
I per cent, common. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, 1% per cent, preferred. 

Porto Rico Railways, Ltd., Ponce, P. R., quarterly, 134 
per cent, preferred; quarterly, I per cent, common. 


Public Service Corporation of New Jersey, Newark, N. J., 


quarterly, 1% per cent. 

Union Passenger Railway, Philadelphia, Pa., $4.75. 

Union Utilities Company, Morgantown, W. Va., quarterly, 
% of I per cent, common. 

Washington Water Power Company, 
quarterly, 2 per cent. 

West India Electric Company, Ltd., Kingston, Jamaica, 
quarterly, 1% per cent. 

West Penn Traction & Water Power Company, Pitts- 
burgh, Pa., quarterly, 1%4 per cent, preferred. 

West Philadelphia Passenger Railway, Philadelphia, Pa., 
$5. —. ; 

ELECTRIC RAILWAY MONTHLY EARNINGS. 


ATLANTIC SHORE RAILWAY 


Spokane, Wash., 


Gross Operating Net Fixed Net 


Period Earnings. Expenses. Earnings. Charges. Surplus. 
1m., May, ‘12 $25,207 $22,286 $2,921 
Im. May, 711 26,660 20,487 6,173 

FEDERAL LIGHT & TRACTION COMPANY. 
Im., Apr., ’12 $113,060 $64,937 $48,122 
Im., Apr., 711 981102 56,828 41,274 
12m., Apr., ’12 1,319,391 757.959 561,432 
12m., Apr., ’11 1,206,639 679.204 527,436 
ILLINOIS TRACTION COMPANY. 

1Im., Apr., 712 563,505 $330,597 $233,008 $18,524 $214,484 
—e ey 11 ¥398228 317.489 210,739 15,539 195,200 
4m. Apr.. ‘12 2,953,867 1,348,993 1,604,874 73-116 1,531,758 
4m., Apr. ‘11 2,178,927 1,286,226 892,701 61,904 830,797 

KENTUCKY TRACTION & TERMINAL COMPANY. 
1 Apr., 712 22,660 $33,277 $53,565 $17,102 $5,558 
Fae aoe 1 *16'420 38.342 51,695 19,391 2.971 
10m., Apr., 712 235.589 350.832 568,134 173,656 64,934 
10m., Apr, 711 171,541 395.211 545,524 197,386 425,845 

PHILADELPHIA RAPID TRANSIT COMPANY. 

, May, ‘12 $2,044,796 $1,230,517 $814,279 $749.249 — $65,030 
vas May, 11 a o72. 448 1.176.788 795,561 737.679 57.881 
11m. © May, - 12 20,710,367 12,757,083 7,953,284 8,152,546 +199,262 
lim. May, ’11 19,628,438 12,053,820 7,574,618 8,065,135 $490,517 
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Traffic and Transportation 


I. C. C. Decision in Kansas City Viaduct Case 


In the cases brought by the officials of Kansas City, Mo., 
and Kansas City, Kan., before the Interstate Commerce 
Commission to require the Metropolitan Street Railway, 
the Kansas City Western Railway and the Intercity Viaduct 
& Terminal Company to reopen traffic over the viaduct be- 
tween Kansas City, Kan., and Kansas City, Mo., and to 
establish a through route and joint rate over the viaduct, 
the commission has dismissed the petition, deciding that it 
has no jurisdiction over the Kansas City Viaduct & Ter- 
minal Railway, which owns the viaduct, and that it is with- 
out power to order the present routing changed. Service 
over the structure was discontinued on Aug. II, 1911. In 
its decision the commission says in part: 

“The viaduct or bridge is composed of steel and concrete 
and extends from a point in Kansas City, Mo., over the bot- 
tom lands and the Kaw River to a point in Kansas City, 
Kan., a distance of 1.7 miles. It has an open roadway and 
a double-track railway for electric cars. It is connected 
at each end with the tracks of the Metropolitan Street Rail- 
way. There are no crossings or stops on the viaduct. 

“The bridge company has never engaged in the transpor- 
tation of passengers or freight and has no equipment or 
facilities therefor, except the viaduct and the railroad tracks 
thereon. On Jan. 11, 1907, it filed with us a tariff of tolls 
stated to have gone into effect Jan. 1, 1907. This included 
tolls for foot passengers, vehicles, animals and machines 
and included an item ‘Street car, per passenger, 5 cents.’ 
Upon request for further compliance with our tariff regula- 
tions, correspondence developed the fact that there was no 
trafhe on the bridge excepting foot passengers, vehicles, 
animals and machines, none of which are transported in 
such way as to subject them to the provisions of our act, 
and the tariff was therefore canceled, effective May I, 1912. 

“At the present time no railroad cars are operated over 
the viaduct, and it was stated on its behalf that the bridge 
company desires a tenant for its railway tracks, 

“In 1907, under contract between the street railway and 
the bridge company, certain cars of the street railway were 
routed over the viaduct. The contract provided that the 
street railway should pay to the bridge company I cent per 


. passenger. 


“Tn August, 1911, rentals due the bridge company from 
the street railway being unpaid, the bridge company gave 
notice to the street railway that if the rentals were not 
paid on or before Aug. Io, 1911, the contract would be can- 
celed. The street railway ceased using the viaduct on Aug. 
II, 1911. Before complaint was filed the cars that formerly 
passed over the viaduct were routed over a surface line be- 
tween the two cities. In January, 1912, after the complaint 
was filed, they were routed over the structure of the Kansas 
City Elevated Railway, which is controlled by the street 
railway and operated by the receivers thereof. Via this 
route the time is a few minutes longer than via the viaduct. 
The cars of the Kansas City Western Railway were also 
routed over that structure. 

“The street railway and the bridge company deny that 
we have jurisdiction of the complaint. The position of the 
Kansas City Western Railway is that if it has any right it is 
willing to receive it, or if it has any duties to perform, it is 
willing to perform them if the commission can provide a 
way. 

“A common carrier is one who holds himself out as ready 
to engage in transportation for hire as a public employ- 
ment, and in general the liability of a carrier does not attach 
to one who does not so hold himself out. The bridge com- 
pany in the instant case does not hold itself out to be a 
common carrier or a carrier of passengers and freight. 
No freight has ever been transported by rail across its 
structure and the passengers who were carried over it were 
transported in the cars and by the motive power of the 
street railway. It has no motive power and no rolling 
stock. Its structure is not now, although it has been in the 
past, rented to or operated in connection with any railroad. 
Foot passengers, vehicles and animals pass over the struc- 
ture. They are interstate commerce, but not such as is 
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subject to the provisions of the act to regulate commerce. 
The bridge company rents or is willing to rent its struc- 
ture, but in our view it is not a common carrier subject to 
our act. a 
“Clearly the street railway is subject to our jurisdiction. 
But, inasmuch as we have no power to “equire the bridge 
company to obey any of the provisions of the act to regulate 
commerce, how can we exercise jurisdiction over the street 
railway to the extent of requiring it to operate over the 
viaduct? How could we require the bridge company to 
grant to the Metropolitan Street Railway the right to use 


the viaduct? ; 
“The present case is essentially different from the Omaha 


& Council Bluffs Street Railway case, in that there the de- 
fendant was a common carrier of interstate passengers. 

“In the establishment of a through route the power of 
the commission is limited by the provision that it ‘shall 
not, however, establish any through route, classification or 
rate between street electric passenger railways not en- 
gaged in the general business of transporting freight in 
addition to their passenger and express business and rail- 
roads of a different character. The bridge company is 
neither a railroad, a water line nor a common carrier, and 
we have no jurisdiction over it. 

“Tn addition, the words ‘through route’ contemplate an 
agreement, voluntary or under requirement of the com- 
mission, of two or more carriers to provide a line made up 
of all or parts of their lines between certain points. In 
the instant case what the complainants ask is that we shall 
require the street railway to charge the routing of its cars 
from the present route to that of the viaduct. In other 
words, it would not be the establishment of a through 
route, but a requirement that the route be changed, a plan 
of physical operation not within our power to require 
under the facts here shown. The complaint will be dis- 
missed.” 


New Transfers in Denver 


J. A. Beeler, vice-president and general manager of the 
Denver (Col.) City Tramway, issued the following state- 
ment in regard to the new transfers which were adopted 
by the company on May 26, 1912: 

“The transfers ordered by the company some sixty days 
ago, subsequent to a conference with officers of the Cham- 
ber of Commerce, have been received. One of the con- 
cessions made to the chamber, to the effect that a transfer 
will be accepted not only at the transfer point indicated 
upon the back of the ticket, but also one block farther along 
the line in the direction in which the car is going, is now 
printed upon the face of the ticket. 

“Any innovation or change of method by a public utility 
is apt to be met with disfavor by its patrons on account of 
their unfamiliarity with its provisions, even though such 
change be a decided improvement. It is hoped that those 
who are apprehensive as regards the working of the pres- 
ent transfer system or who foresee a restriction of the 
privilege hitherto enjoyed will withhold criticism until the 
system is fairly demonstrated and understood. The com- 
pany believes the change to be a decided step in advance, 
as it is expected to eliminate practically all errors in issuing 
and receiving transfers, 

“Hitherto, when canceling a transfer, the issuing con- 
ductor was obliged to keep in mind the spaces between 
cars of approximately forty city lines in order that a trans- 
ferring passenger might be sure of sufficient time within 
which to secure his connecting car. When it is remembered 
that the headway of nearly all lines varies at different hours 
of the day to meet the requirements of heavier or lighter 
traffic, it is easily seen that much confusion and some an- 
noying mistakes result, especially upon the part of new 
conductors. 

“Under the new method of issuing transfers, a conductor 
will cancel the exact time due at a given transfer point. To 
accomplish this successfully it will be necessary for him to 
keep in mind the running time and headway of only the 
line upon which he is operating. Ample time allowance will 
be made by the receiving conductor for passengers to reach 
their connections, whether the transfer points be only a few 
steps or three or more blocks apart. ' 
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“The new transfer will permit all North Denver patrons 
and those entering the city on cross-town lines desiring to 
ride up Sixteenth Street to take a Seventeenth Avenue 
transfer, which will be received for passage upon the a 
car going up Sixteenth Street as far as such car follows the 
route of the Seventeenth Avenue line. Those desiring to go 
up Fifteenth Street or out Broadway may take a ene 
punched for Broadway, and such transfer will be accepte 
for passage upon the first car running out Broadway as far 
as it follows the route of the Broadway line. It is believed 
that the new method of canceling the time will be eminently 
satisfactory to all and will reduce to a minimum the annoy- 
ing errors which have occurred under methods which have 
been used in the past.” 


Electric Package Car Burned.—On June 15, 1912, a car 
of the Electric Package Agency on the line of the Northern 
Ohio Traction & Light Company, near Northfield, Ohio, was 
completely destroyed by fire. 

Suit Filed to Require Interchange.—The Illinois Traction 
System, Peoria, Ill., has filed suit before the Interstate 
Commerce Commission against the Peoria & Pekin Union 
Railway, demanding that the defendants recognize the cars 
of the Illinois Traction System for exchange purposes. 


Near-Side Stops in Syracuse—The Syracuse (N. Y-) 
Rapid Transit Company has decided to stop its cars on the 
near side at street intersections. The change from the far- 
side stop will be made as soon as the company can arrange 
to display signs “Cars Stop Here” over the tracks at street 
corners. 

Change in Borough Requirements Ordered by Pennsyl- 
vania Commission.—The Railroad Commission of Pennsyl- 
vania has decided that the restrictions placed upon the 
West Chester Street Railway by the borough of Coatesville 
will have to be modified to enable the company to comply 
with the demand for additional service. 


Additional Near-Side Car Service in Philadelphia.—The 
Seventh and Ninth Streets line of the Philadelphia (Pa.) 
Rapid Transit Company was equipped with near-side cars 
on June 16, 1912. As soon as sufficient additional new cars 
are received the Morris and Tasker and the Gray’s Ferry 
lines will be equipped with near-side cars. 


Through Service Between Boston and Providence.—The 
Bay State Street Railway began its service of through cars 
from Post Office Square, Boston, Mass., to Providence, 
Rk. I., for the summer season, on June 15. The car which 
leaves Boston at 2.45 p. m. daily enables passengers to take 
the steamer in the early evening at Providence for New 
York. 

Souvenir Edition of the Electric Journal.—In view of the 
importance to Seattle and all of the electrical interests of 
the Northwest of the 19012 convention of the National Elec- 
tric Light Association, the June number of the Electric 
Journal, which is published monthly by the Puget Sound 
Traction, Light & Power Company for the benefit of its 
employees, was made a souvenir of the event and illus- 
trated with views of Seattle and the power resources of the 
company. 

Outing of Employees of the Cincinnati Traction Company. 
—A three-day outing of the employees of the Cincinnati 
(Ohio) Traction Company is planned to be held at Coney 
Island, beginning on June 22, 1912. One of the features 
will be a baseball game between the inspectors of the east- 
ern and the western divisions. W. Kesley Schoepf, presi- 
dent of the company, will be asked to act as umpire, while 
A. J. Ostendorf, assistant superintendent, and G. S. Ross, 
division superintendent, will be invited to judge the athletic 
contests, 

Bulletin of Baseball Progress—The Public Service Rail- 
way, Newark, N. J., has begun the publication of a weekly 
bulletin to give the employees the results of the games 
played by the teams which represent the various divisions 
of the company in the baseball league organized among 
the men. This bulletin is introduced with a table of teams 
and percentages such as is used in the daily papers and is 
followed with a news summary of the developments of 


the week which is written in the approved idiom of the 
game. 
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Free Ice to Mothers of Lexington —The Lexington Util- 
ities Company, which operates the city and interurban rail- 
ways at Lexington, Ky., and manufactures ice, has an- 
nounced that it will give 1000 Ib. of ice a day to the Salva- 
tion Army for distribution to. the poor of the city. The 
ice will be delivered to persons designated by the Salvation 
Army as being worthy. The charity organization under- 
took recently to raise funds for the distribution of ice to 
mothers with babies, and the contribution of the utilities 
company assures the success of the plan. 


Toledo Trolley Trips—The Toledo Railways & Light 
Company, Toledo, Ohio, has issued for 1912 the folder 
Toledo Trolley Trips.” This publication describes the 
territory reached by the lines of the Toledo Railways & 
Light Company, the Toledo & Western Railroad, the To- 
ledo Beach Railway and the Maumee Valley Railway & 
Light Company, and contains numerous halftone illustra- 
tions of Toledo and surrounding territory and a full-page 
map of the lines of the Toledo Railways & Light Company 
and a map of the territory reached by the combined systems. 

Booklet Descriptive of Atlantic Shore Railway.—The 
Atlantic Shore Railway, Kennebunkport, Me., has issued a 
booklet 3% in. wide by 6 in. high, descriptive of its property 
and the territory through which the road passes considered 
from the standpoint of the trolley excursionist. In the 
center of the pamphlet there is a double-page map of the 


‘territory reached by the lines of the company. On this 


map the connecting electric-railway and the system of the 
Boston & Maine Railroad are shown. The company has 
also issued a special four-page circular descriptive of Cape 
Porpoise casino. 

Agreement in Regard to Service Conditions in Pitts- 
burgh—J. D. Callery. president of the Pittsburgh (Pa.) 
Railways, issued the following statement on June 17, 1912, 
in regard to the settlement of the questions of service 
which have been under consideration by the officers of the 
company and the representatives of the employees: “A 
settlement has been made by the arbitrators by granting 
% cent advance to all men in the various classes, except 
that in the second year of service men will receive 26% 
cents per hour, an increase of 1 cent. All other questions 
before the arbitrators were settled to the satisfaction of 
both sides.” 


Summer Folder of a Michigan Line.—The Benton Harbor- 
St. Joe Railway & Light Company, Benton Harbor, Mich., 
which operates through the heart of the Michigan fruit 
belt and touches a number of popular summer resorts, l:as 
issued a fourteen-page folder descriptive of the points of 
interest along its lines. The folder contains many attrac- 
tive halftone illustrations and a map of the road which 
shows connections with the other electric railways in 
the State. A directory of all the resorts which are reached 
by the line of the Benton Harbor-St. Joe Railway & Light 
Company and a list of the summer boarding places and 
their accommodations and rates are included in the folder. 


Safeguarding the Children—The Philadelphia (Pa.) 
Rapid Transit Company has issued in its accident preven- 
tion crusade a booklet of eight pages and cover in regard 
to accidents to children. The publication is indorsed by the 
permanent public safety committee of Philadelphia and is 
being distributed through the courtesy of the Board of 
Education of the city. The booklet is intreduced with the 
statement “Child Accidents—A heart-to-heart talk with the 
parents of Philadelphia wherein attention is directed to 
some of the more common dangers which beset children 
upon the public highways during the summer months, and 
suggestions offered for their personal protection against 
possible harm.” Four photographs are used to illustrate 
the booklet. 


Results Following Extension of Transfer Privileges in 
Milwaukee.—J. D. Mortimer, president of The Milwaukee 
Electric Railway & Light Company, Milwaukee, Wis., is 
quoted as follows in regard to the extenson of the transfer 
privilege of the company put into effect on June I, 1912, at 
the suggestion of the Railroad Commission of Wisconsin: 
“The granting of two transfers on one fare has not been 
anything like we expected. From the way the petitions 
went in it was believed that we should hardly be able to 
supply transfers enough to take care of the workingmen 
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that would reap the benefit of the commission’s decision, 
but it has been just the opposite. As a matter of fact, what 


workingman wants to change from one car to another and 
then into still another?” 


_ Through Service to Point Breeze Park.—At the solicita- 
tion of the Philadelphia Railways Company, an arrange- 
ment has been effected by which through car service will be 
operated to Point Breeze Park via the Tenth and Eleventh 
and the Thirteenth and Fifteenth Streets lines of the Phila- 
delphia (Pa.) Rapid Transit Company. The present fare of 
5 cents charged by the Philadelphia Railways Company for 
transportation over its lines will upon these through cars be 
collected by the agents of the Philadelphia Railways Com- 
pany, who will board the cars of the Philadelphia Rapid 
Transit Company southbound at Broad Street and Moya- 
mensing Avenue, Northbound the agents of the Philadel- 
phia Railways Company will collect the fares before pas- 
sengers board cars at Point Breeze Park. 

Preparing for High-Speed Service Between Philadelphia 
and Allentown.—It is expected that the combined route of 
the Lehigh Valley Transit Company and the Philadelphia & 
Western Railroad between Allentown and the Sixty-ninth 
Street terminal, Philadelphia, Pa. will be completed by 
Aug. I, 1912. The new line will leave the present route at 
a point south of Lansdale and parallel the Stony Creek 
Railroad over a newly constructed roadbed into Norris- 
town, where it will connect with the tracks of the Phila- 
delphia & Western Railroad. The extension of the Phila- 
delphia & Western Railroad from Villanova to Norristown 
is nearing completion. A steel bridge is in course of con- 
struction across the Schuylkill River at Bridgeport. New 
steel interurban cars are being constructed for this service. 
The run from the center of Allentown to Sixty-ninth Street, 
Philadelphia, a distance of 56 miles, will be made in two 
hours and ten minutes, which will be a material saving over 
the present running time from Allentown to Market Street, 
Philadelphia. 


New Bay State Street Railway Circular.—The Bay State 
Street Railway, Boston, Mass., has issued a very attractive 
folder, “Trips by Trolley Along Bay State Street Railway 
Company Lines and Connections.” Maps are presented of 
the complete system of the company and of the lines in 
Brockton, Fall River, Lawrence, Haverhill, Lynn, Lowell, 
Quincy, Salem, Taunton and Cape Ann. There is an 
alphabetical list of the places reached by the company 
which gives the distance from Boston, the fare and the 
time. There is also a series of illustrated sketches of the 
territory covered by the company. These sketches are en- 
titled “Along the North Shore,” “The Historic South 
Shore,” “To the Queen City of the Sea,” “Through May- 
flower Land,” “To Lawrence and Haverhill,” “The Land of 
King Philip” and “The Merrimack Valley.” In the center 
of the folder there is a bird’s-eye view, 8 in. wide by 15% in. 
high, of the territory covered by the lines of the company. 
On this map the lines of the Bay State Street Railway are 
indicated in red and the lines of other companies are indi- 
cated in black. 

Securing Subjects for Discussion Before Employees.— 
The Boosters’ Club, composed of office men and operating 
employees of the Louisville & Northern Railway & Light 
Company and the Louisville & Southern Indiana Traction 
Company, New Albany, Ind., has solved the problem of 
securing topics for presentation before the members by 
appointing a program committee to serve for three months 
at a time. This committee drafts the programs for the 
ensuing quarter, and speakers selected from among the 
members of the club are assigned topics sufficiently far in 
advance to enable ample preparation to be made. In this 
way the discussions are substantial and valuable informa- 
tion is frequently developed. The technical papers which 
cover electric railway work and kindred subjects are used 
for reference purposes and have been found very valu- 
able. A recent program, which shows the character of the 
talks delivered, included the following subjects: “Benefit 


of the Interurban to the Community”; “Preservation of 
Poles and Ties”; “Some Experiences with Our Customers 
and the Pleasant Relations Which Now Exist”; “Lessons 


Learned as an Interurban Conductor”; “Safety and Claims”; 
“Progress During the Past Ten Years in Traction Oper- 
ation,” and “How the North Side May Be Developed.” 
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Personal Mention 


Mr. H. L. Beach, superintendent of the northern division 
of the Chicago (Ill.) Railways Company’s lines, Ways) tes 
signed, his office having been abolished. 

Mr. John Baxter has been appointed acting superin- 
tendent of the Edmonton Radial Railway, Edmonton, 
Alberta, vice Mr. H. Doughty, resigned. 

Mr. A. A. Dobson, justice of the Manitoba Court of the 
King’s Bench, has been appointed a public utilities com- 
missioner for the Province of Manitoba. 

Mr. George H. Lyne has resigned as superintendent of 
the Henderson (Ky.) Traction Company, effective on July 
1, 1912. He will enter the University of Chicago. 

Mr. J. M. Bryant, of the electrical engineering department 
of the University of Illinois, has been appointed electrical 
engineer for the Kankakee & Urbana Traction Company, 
Kankakee, Ill. 

Mr. D. C. Morris, formerly assistant claim agent of the 
Southwest Missouri Railroad, Webb City, Mo., has been 
appointed claim agent of the company to succeed S. W. 
Gunsalus, deceased. 

Mr. W. C. Pearce, formerly head of the timetable depart- 
ment of the Chicago (Ill.) Railways Company, has been 
made superintendent of schedules for the company, re- 
porting to the general manager. 

Mr. Charles A. Livingston has resigned as special repre- 
sentative of. Mr. John M. Roach, president of the Chicago 
(Ill.) Railways. Mr. Livingston had charge of the relations 
of the company with the daily newspapers. 

Mr. J. H. Larkin, superintendent of the northwestern di- 
vision of the Chicago (Ill.) Railways Company’s lines, has 
been appointed superintendent of inspectors in charge of car 
movements, reporting to the general manager. 

Mr. T. A. Harbaugh, who has been chief train dispatcher 
of the Southwest Missouri Railroad, Webb City, Mo., for 
ten years, has been appointed superintendent of transporta- 
tion of the company to succeed S. W. Gunsalus, deceased. 

Mr. B. Phillips, superintendent of the western division of 
the Chicago (Ill.) Railways Company’s lines, has been ap- 
pointed assistant superintendent of transportation, reporting 
to the general manager. Mr. Phillips entered the service of 
the Chicago Railways Company in May, 1884, as a con- 
ductor. 

Mr. Williston Fish, who in February, 1912, was elected 
vice-president and general manager of the Chicago (IIll.) 
Railways, is now in direct charge of the operation of the 
lines of that company. Before his election as vice-presi- 
dent and general manager of the company Mr. [ish was 
assistant to Mr. John M. Roach, president of the company. 


Mr. James B. Hogarth, general superintendent of the 
Chicago (Ill.) Railways Company, has been transferred to 
the statistical department of the company. Mr. Hogarth 
was formerly connected with the Chicago City Railway, 


and previous to that was with the Denver (Col.) City 
Tramway. No successor to Mr. Hogarth has yet been ap- 
pointed. 


Mr, A. D. Brinkerhoff has been appointed superintendent 
of the Waco (Tex.) Street Railway to succeed Mr. W. S. 
Rathell, who has become superintendent of the Waco Gas 
& Electric Company. Mr. Brinkerhoff was graduated from 
Cornell University. He is an associate of the American 
Institute of Electrical Engineers. He has been connected 
with the Waco Street Railway more than four years. 

Mr. Alexander Rennick has resigned as vice-president of 
the Philadelphia (Pa.) Rapid Transit Company. Mr. Ren- 
nick has been connected with the street railways of Phila- 
delphia since 1878. He was appointed controller of the 
Philadelphia Rapid Transit Company in roor and in 1904 
he was elected third vice-president of the company. In 
1909 he was elected second vice-president of the company. 
He also served for a time as assistant general manager of 
the company. 

Mr. M. C. Carpender, formerly mechanical engineer of 
the United Traction Company, Albany, N. Y., has been 
elected treasurer of the Consolidated Car Heating Com- 


ELECTRIC RAILWAY JOURNAL 


[ VoL. XXOCE IN O25: 


pany, Albany, N. Y. Mr. Carpender entered the service of 
the United Traction Company about four years ago. When 
control of the Hudson Valley Railway passed to the Dela- 
ware & Hudson Company, which also controls the United 
Traction Company, Mr. Carpender was made master 
mechanic of the Hudson Valley Railway and was located 
for a time at Glens Falls. 

Mr. Reginald B. Hamilton has been elected vice-president 
of the Philadelphia (Pa.) Rapid Transit Company, effective 
on June 19, 1912, to succeed Mr. Alexander Rennick, who, 
as stated elsewhere in this issue, has resigned from his 
position with the company. Mr. Hamilton has been directly 
connected for a number of years with Mr. Thomas E. 
Mitten in street railway properties. He resigned recently 
as vice-president of the Chicago (Ill.) City Railway in 
order to become a member of Mr. Mitten’s staff on the 
Philadelphia Rapid Transit Company. Mr. Hamilton, while 
in Chicago, served successively as private secretary to Mr. 
Mitten, purchasing agent and vice-president of the Chicago 
City Railway. 

OBITUARY 


E. H. Keating, formerly city engineer of Toronto, Can., 
and later general manager of the Toronto Railway, died on 
June 18, 1912, at his home in that city. Mr. Keating was 
a native of Halifax, N. S. He was educated at the Dal- 
kousie University and the Chicago Academy and studied 
engineering under Mr. George Whiteman, provincial gov- 
ernment engineer of Nova Scotia, and Sir Sandford Flem- 
ing. In his early engineering career Mr. Keating was 
assistant engineer of the Pictou Extension Railway in 
Nova Scotia, chief draftsman of the Windsor & Annapolis 
Railway, contractor’s engineer for the European & North 
America Railway, assistant engineer of different divisions 
of the Intercolonial Railway, division engineer in charge 
of exploration for the Canadian Pacific, city engineer of 
Halifax, N. S., and also engineer of the Halifax graving 
dock. Mr. Keating became city engineer of Toronto in 1892. 
In 1898 he was appointed general manager of the Toronto 
Railway and continued in that position until 1904. From 
Toronto he went to Mexico as managing engineer for the 
Mackenzie-Mann interests, and for the past seven years he 
had been engaged in private practice in Toronto. Mr. Keat- 
ing was a member of several technical societies, 


The Public Service Commission of the Second District of 
New York has decided that the New York & Long Island 
Traction Company is not obliged, under the conditions of 
its franchise, to charge not more than 5 cents per passenger 
for transportation over its line between Main and Front 
Streets, Hempstead, and Belmont Park, which is situated 
near the line between Nassau County and the city of New 
York. The present one-way fare which is in force is 10 cents. 
The proceeding arose upon complaint of Emil Steding, 
who contended that under the terms of a franchise granted 
on June 6, 1901, by the highway commissioners of Hemp- 
stead, Nassau County, to the predecessor of the company 
its fare must not exceed 5 cents for any 5 miles or less 
over its line and also cited in support of his contention an- 
other franchise condition providing for transfers. The com- 
plainant alleged that the distance between Main and Front 
Streets, Hempstead, and Belmont Park is less than 5 miles, 
while the company claimed that the distance is approxi- 
mately 20,000 ft. The reasonableness of the present 10-cent 
fare was not attacked, the sole question being the applica- 
tion of franchise conditions. The commission holds that 
the franchise granted by the Highway Commissioners on 
June 6, 1911, does not describe or refer to any route running 
westerly from Hempstead to Belmont Park, which is the 
line referred to by complainant; that other franchises sub- 
mitted in the case and under which the company is operat- 
ing between the points in question contain no condition re- 
stricting the fare to 5 cents for 5 miles or less: that the su- 
pervisors’ franchise limits the fare over that part of the line 
to 10 cents, and the village franchise restricts the fare over 
the line to Belmont Park to 10 cents and to 5 cents in 
Hempstead; that the condition in the highway commission- 
ers’ franchise relating to transfers applies to transfers with 
other companies and not to divisions of respondent’s rail- 
road. The complaint was dismissed. 
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Construction News 


: Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


*Public Utilities Company, Evansville, Ind.—Incor- 
porated in Indiana on June 10 with a capital stock of 
$6,000,000, presumably to succeed the Evansville Public 
Service Company and the Evansville & Southern Indiana 
Traction Company, which were merged on April 5, 1912, 
by the board of directors, as noted in the Execrric RAILWAY 
Journat of April 13, 1912, page 634. Incorporators:* John 
G. McKee, Lafayette, Ind.; Walter C. McGraw, Lafayette, 
and William Winter, Indianapolis, Ind; Tohn D. Cash, Levi 
Paxson and K. D. Leavitt. 


*Chicago, Gary & Fort Wayne Railroad, Fort Wayne, 
Ind.—Incorporated in Indiana to build a 165-mile electric 
railway to connect Fort Wayne, Warsaw, Plymouth, La- 
porte, Gary and numerous intervening towns. Capital stock, 
$50,000, Directors: Alexander C. Miller, Chicago, presi- 
dent; F. H. Wood, L. E. Underwood, A. A. Miller and 
Charles W. Chase. 

*Vermilion Traction Company, Indianapolis, Ind.—Appli- 
cation has been made by this company in Indiana for a 
charter to build an electric railway from Terre Haute 
through Clinton, Hillsdale, Dana, Newport, Cayuga and 
Perrysville, thence across the Indiana line into Illinois and 
to the present terminus of the McKinley lines at Ridge 
Farm, Ill. Headquarters: Indianapolis. Capital stock, 
$25,000. Incorporators: John A. Johnston, Joseph A. David- 
son, John L. Bienz and William O. Dunlavy. 

*Crawfordsville & Danville Interurban Railway, King- 
man, Ind.—Incorporated in Indiana to build an electric rail- 
way between Crawfordsville, Ind., and Danville, Ill., a dis- 
tance of 46 miles. Headquarters, Kingman, Ind. Capital 
stock, $5,000. Incorporators and directors: J. W. Black, 
Jesse Clove, N. R. Myers, E. G. McCormack, W. D. Gott, 
Charles McCabe, A. M. Boyd and W. A. Johnson. 

*American Utilities Company, Grand Rapids, Mich.—In- 
corporated in Delaware as a holding corporation for electric 
railways and electric light and power companies as referred 
to in the department “Financial and Corporate’” in this 
week’s issue. Capital stock, $40,000,000. 

Muskegon & Manistee Interurban Railway, Muskegon, 
Mich.—Application for a charter has been made by this 
company in Michigan to build an electric railway between 
Muskegon, North Muskegon, Dalton, Whitehall, Montague, 
Rothbury, New Era, Shelby, Ludington and Manistee. The 
contract for surveying was awarded to W. J. Sherman 
Company, Toledo, Ohio. Herman O’Connor, Holton, is 
interested. [E. R. J., March 23, 712.] 

*Toledo & Eastern Traction Company, Toledo, Ohio.— 
Incorporated in Ohio to build an interurban railway be- 
tween Curtice and Bono. Capital stock, $40,000. Incorpo- 
rators: R. S. Holbrook, William S. Holbrook, H. H. Whit- 
ney, Joseph Steiner and Arthur J. Barton. 

*Folsom & Moore Street Railway, Philadelphia, Pa.— 
Chartered in Pennsylvania in the interest of the Phila- 
delphia Rapid Transit Company. Capital stock, $4,000. 

*Baptist Seminary Street Railway, Fort Worth, Tex.— 
Chartered in Texas to build a suburban and belt electric 
railway at Fort Worth. Capital stock, $25,000. Incorpora- 
tors and trustees: L. R. Scarborough, J. K. Winston and 
B. C. McCarty, Fort Worth. 


FRANCHISES 

Birmingham, Ala.—The Birmingham Railway, Light & 
Power Company will ask the City Commission for a fran: 
chise to double-track the Highland Avenue line in Birming- 
ham. ; . 

Centralia, Ill—The Centralia & Central City Traction 
Company has asked the Council for a franchise on a differ- 
ent street from that originally granted by the Council. 

East St. Louis, Ill—The East St. Louis & Suburban Rail- 
way has received a franchise from the Council to extend its 
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lines along St. Louis Avenue from Third Street to the 
eastern city limits in East St. Louis. 


Taylor Springs, Ill—The Hillsboro Electric Railway has 
received a franchise from the Council for a line in Taylor 
Springs. 

Covington, Ky.—The Cincinnati, Louisville, Lexington & 
Maysville Traction Company, Dry Ridge, has received a 
franchise from the City Council in Covington. W. T. S. 
Blackburn, president. [E. R. J., May 4, ’12.] 

Bangor, Maine.—The Bangor Railway & Electric Com- 
pany has asked the Council for an extension of its fran- 
chise in Bangor. 

North Milford, Mass—The Milford, Attleboro & Woon- 
socket Street Railway will ask the Council for a franchise 
through North Milford. The company plans to extend its 
lines from Milford at South Street to connect with the line 
from Hopkinton, which is at present contemplating applica- 
tion for franchise rights to connect with the Attleboro line 
in the vicinity of North Pond. 

_ Belle Harbor, N. Y.—The Public Service Commission, 
First District, has granted the application of the Ocean 
Electric Railway for permission to construct and operate 
an extension in Belle Harbor, borough of Queens. 

Freeport, N. Y.—The Public Service Commission, Second 
District, has received a petition from the Freeport Railroad 
for a certificate of convenience and necessity under Sec- 
tion 9 of the railroad law. The company was incorporated 
April 6, 1912, and proposes to build an electric railway 1%4 
miles long at Freeport. 

Syracuse, N. Y.—The Syracuse Rapid Transit Company 
will ask the Common Council for a franchise to extend 
double track instead of single track in Court Street, Syra- 
cuse. 

Akron, Ohio.—The Akron & Alliance Electric Railway 
will ask the Council for a franchise to build its lines over 
several streets in Akron, 

Springfield, Ohio.—This company has asked the Council 
for a twenty-five-year franchise to build several extensions 
in Springfield. 

Granby, Que.—The Montreal & Southern Counties Rail- 
way, Montreal, has received a twenty-five-year franchise 
from the Council in Granby. Work will be begun at once 
to extend its line through Granby. 

*Summerville, S. C.—The Charleston-Summerville Elec- 
tric Railway has received a franchise in Summerville. This 
is part of a plan to build an electric railway between 
Charleston and Summerville. 

Chattanooga, Tenn.—C. E. James, representing the Chat- 
tanooga Traction Company, has accepted the franchise 
granted to him by the City Commissioners to build a line 
in Dayton, Walden’s Ridge and other points in Tennessee 
and Georgia, [E. R. Jy, April 6, 12:] 

Murfreesboro, Tenn.—The Murfreesboro Electric Railway 
has received a franchise in Murfreesboro. [E. R. J., April 
Tate | 

Dallas, Tex.—The Dallas Interurban Railway will ask the 
Commissioners for a tranchise to double-track Bryan Street 
in Dallas. . 

*Brigham City, Utah—W. P. Funk, Logan, and asso- 
ciates have asked the County Commissioners for a fran- 
chise to build an electric railway from Logan to Brigham 
Citi: 

Richmond, Va.—The Virginia Railway & Power Com- 
pany, Richmond, has received a franchise from the Council 
to build an extension westward on Broad Street from 
Robinson to the city limits at Roseneath Road, also an ex- 
tension westward on Broad Street to Sheppard over vari- 
ous streets to Cary Street. 

Marietta, W. Va—The Parkersburg, Marietta & Inter- 
urban Railway, Parkersburg, will ask the Council for a 
franchise to extend its lines over several streets in Mari- 
etta. 

TRACK AND ROADWAY 

Noccalula Railway, Light & Power Company, Gadsden, 
Ala—This company is clearing a right-of-way on its 3%- 
mile railway from Gadsden to Noccalula Falls. Louis 
Hart, Gadsden, is interested. [E. R. J., June 1, "12. ] 
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Mobile West Shore Traction Company, Mobile, Ala.—It 
is reported that this company has awarded the contract to 
the Chatham Construction Company, New Orleans, for the 
construction of this railway between Mobile, Ala., and Port 
Coden, Bayou la Batre and Pascagoula, Miss. H. Austell, 
Mobile, president. [E. R. J., June 8, ’12.] 


Pacific Electric Railway, Los Angeles, Cal—Preliminary 
work has been begun by this company on its line to con- 
nect Colton and Riverside. 

Modesto & Empire Traction Company, Modesto, Cal.— 
This company will soon award contracts to build 20 miles 
of track between Modesto and Newman. 


Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
This company plans to build eastward from Bay Point to 
a point near Pittsburgh and thence north across Suisun 
Bay at Chipps Island. } 

San Diego, Riverside & Los Angeles Railway, San Diego, 
Cal.—This company has begun the‘construction of its elec- 
tric railway to connect San Diego and Los Angeles. Capital 
stock authorized, $800,000; capital stock issued, $800,000. 
Officers: Maurice Slazeman, 526 Security Building, Los 
Angeles, president; John F. Scott, San Diego, vice-presi- 
dent; William S. Peloubet, 519 Story Building, Los Angeles, 
secretary and treasurer, and Koebig & Koebig, 841 Title 
Insurance Building, Los Angeles, chief engineers. [E. R. 
Jeeninetcnar2s] 

Big Four Electric Railway, Tulare, Cal.—Surveys have 
been completed by this company for its 34-mile railway 
between Tulare, Visalia, Porterville and Lindsay. S. J. 
McCoy, Visalia, chief engineer. [E. R. J., June 1, ’12.] 

Centralia & Central City Traction Company, Centralia, 
Ill.—During the next two months this company will award 
contracts to build about 6 miles of track, extending the line 
southwest to new Illinois Central yards and mine No. 5. 

Evansville, Henderson & Owensboro Traction Company, 
Evansville, Ind.—This company expects to have its line be- 
tween Evansville, Ind., and Henderson, Ky., in operation by 
July 1. Boats will be used to ferry the cars across the 
river. A. Carson, general manager of the company. [E. R. 
ipeiViay: Ase 25| 

Des Moines (la.) City Railway.—During the next three 
weeks this company will purchase about 20,000 ties. Other 
material for its extension is on hand. 

Union Electric Company, Dubuque, Ia—This company 
has awarded a contract for the construction of an extension 
into Eagle Point Park to the L. E. Myers Company, Chi- 
cago, Ill. 

Arkansas Valley Interurban Railway, Wichita, Kan.— 
Surveys have been completed by this company on its ex- 
tension from Halstead to Hutchinson. 

Cincinnati, Louisville, Lexington & Maysville Traction 
Company, Dry Ridge, Ky.—Surveys for the construction of 
this company’s line have been begun, and President Black- 
burn has established offices at Independence, Ky. The 
first section to be built is from Covington to Independence. 

Aroostook Valley Railroad, Presque Isle, Maine.—During 
the next three weeks this company will award contracts to 
build a 7-mile extension from Carson to Caribou. 

Brandon, Man.—The Council of Brandon has directed 
the city engineer to order 100 tons of 7o-lb. rails and 500 
tons of 60-lb. rails for the proposed municipal electric rail- 
yiveioye WLI Re, INI ie, ie 

Saginaw-Bay City Railway, Saginaw, Mich.—Plans are 
being made by this company to build 6 miles of new track 
in Saginaw. It also plans to build a large viaduct. 

*Whitehall, Fruitvale & Ludington Electric Railway, 
Whitehall, Mich.—This company has been organized to 
build an electric railway in Michigan between Whitehall, 
Fruitvale and Ludington. 


Charlotte (N. C.) Rapid Transit Company.—This com- 
pany will soon begin the work of rebuilding its line from its 
intersection with Central Avenue, Charlotte, to the Meck- 
lenburg Country Club. Electric cars will be substituted for 
the storage battery cars now in use. 

Dayton & Troy Electric Railway, Dayton, Ohio.—During 
the next four weeks this company expects to purchase about 
300 tons of to00-lb. T-rail. 
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Rapid Transit Interurban Company, Tecumseh, Okla.— 
This company is completing its permanent survey for its 
59-mile railway to connect Shawnee, Tecumseh, Sulphur and 
intervening towns. Contracts will soon be awarded, The 
power house will be located at Sulphur and the repair shops 
at Tecumseh. The company will operate twenty cars and 
furnish power for lighting purposes. Capital stock author- 
ized, $2,500,000. Bonds authorized, $2,500,000. Officers: J. 
W. Saxon, Tecumseh, president; M. F. Bayless, Stratford, 
vice-president; J. J. Cissna, Tecumseh, secretary and treas- 
urer, and Edgar M. Graham, Muskogee, chief engineer. [E. 
Rew ee Oct incon) 

Ottawa (Ont.) Electric Railway.—This company will lay 
tracks along Pretoria Avenue, Ottawa, on the construction 
of a bridge over the Rideau Canal; tracks on Queen Street 
to relieve the Sparks Street congestion; a double track on 
Broad Street from the Canadian Pacific Railway station to 
Queen Street and along that street to a connection with 
the Bridge Street line. This latter line will be begun im- 
mediately. 

Chambersburg & Western Electric Railway, Chambers- 
burg, Pa.—Plans are being made by this company to begin 
the construction of this line in the near future. “It will con- 
nect Chambersburg, St. Thomas and Ebenville, a distance 
ot 74miles) [RAR Oct, 22, 520 

Philadelphia & Garrettford Street Railway, Philadelphia, 
Pa.—Proceedings have been instituted by this company in 
the county court under the eminent domain law to con- 
demn lands necessary for the construction of its lines from 
Drexel Hill to Media. 

Philadelphia (Pa.) Rapid Transit Company.—Plans are 
being considered by this company by which it can make 
connections from Darby to Sixty-ninth Street station, Phil- 
adelphia. 

Pottstown & Phoenixville Railway, Pottstown, Pa.—Plans 
are -being made by this company for an extension through 
lower Pottsgrove and Limerick and East Vincent. 

Titusville (Pa.) Electric Traction Company.—Work will 
be begun June 24 on the extension of this company’s lines 
between Titusville and Cambridge Springs. Two routes are 
being considered, one via Pleasantville, Pithole and Rouse- 
ville, and another via Cherrytree and Rouseville. 

York (Pa.) Railways.——This company is double-tracking 
its East Market Street line from Sherman to Lebanon 
Street in York. 


Caroline Traction Company, Rock Hill, S. C._—This com- 
pany has completed 3 miles of new lines and is operating 
with three Edison-Beach storage battery cars. 

Sioux City, Mitchell & Pierre Railway, Pierre, S. D.— 
This company advises that it will operate its interurban 
railway between Sioux City, Mitchell and Gann Valley by 
steam. T. Quale Blunt, secretary. [E. R. J., June 15, ’12.] 

Dallas (Tex.) Street Railway.—This company is re- 
building its track on Bryan Street from Cantegral to St. 
Joseph. 

Southern Traction Company, Dallas, Tex.—The Southern 
Engineering & Construction Company has placed a large 
contract with the Western Tie & Timber Company for ties 
for this line. [E. R. J., April 20, ’12.] 

South Morgantown Traction Company, Morgantown, W. 
Va.—Work will be begun on this company’s extension 
through the Secand Ward in Morgantown within the next 
few weeks, 

Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis.—This company will extend its Eighth Avenue line 
in Milwaukee after the Common Council has passed the 
resolution appropriating $8,000 for a new bridge over the 
Kinnickinnic River on Eighth Avenue. 

Cheyenne (Wyo.) Street Railway.—This company will 
extend its line from Cheyenne to Lake Minnehaha, a dis- 
tance of 2 miles. 


SHOPS AND BUILDINGS 


Los Angeles (Cal.) Railway.—This company is now 
building new carhouses in Los Angeles, which is known as 
Division No. 5. The company has awarded the contract 
ior its new office building. This structure will be POE a 
180 feet. 
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Cincinnati, Louisville, Lexington & Maysville Traction 
Company, Dry Ridge, Ky.—This company plans to build a 
terminal and depot at Russell Street, Covington. 

Maysville (Ky.) Street Railway.—This company has com: 
pleted its new carhouse in Maysville. 

North Carolina Public Service Company, Greensboro, N. 


C.—This company will build a brick carhouse in Salisbury. 
The structure will be 70 ft. x 130 ft. 


Northern Ohio Traction & Light Company, Akron, Ohio. 
—Construction will soon be begun by this company on new 
carhouses in Akron. The McClintock-Marshall Company, 
Pittsburgh, has the contract for the steel work, and the C. 
M. Neeld Construction Company has the contract for the 
foundations. 


Dayton & Troy Electric Railway, Dayton, Ohio.—This 
company will award contracts to build’a new carhouse at 
Tippecanoe. The structure will be 50 ft. x 160 ft. 


Wheeling (W. Va.) Traction Company.—Work will soon 
be begun by this company on its new steel and concrete 
carhouse on the Moundsville division. 


POWER HOUSES AND SUBSTATIONS 


Peninsula Railway, San José, Cal.—This company has or- 
dered one 400-kw rotary converter, one 300-kw, two-unit, 
two-bearing motor-generator set and switchboard from the 
General Electric Company. 


Western Railway & Light Company, Peoria, Ill—This 
company has placed an order for one 5000-kw, one 2000-kw 
and two s500-kw turbines with the General Electric Com- 
pany. 

Indiana Union Traction Company, Anderson, Ind.—This 
company has ordered three 200-kw transformers and. switch- 
board from the General Electric Company. 

Milford & Uxbridge Street Railway, Milford, Mass.—This 
company has placed an order for one 1o0-kw turbine with 
the General Electric Company. 

Laurel Light & Railway Company, Laurel, Miss.—This 
company has placed an order for one 200-kw motor-genera- 
tor set with the General Electric Company. 

Public Service Corporation, Newark, N. J.—Contracts 
will be awarded by this company for the construction of a 
new substation in Harrison. The structure will be 45 ft. x 
60 ft. and one story high. L. C. Becker and Payne Broth- 
ers, Newark, have the contract for the brick and steel 
work. The building will contain two 3000-kw trans- 
formers. 

North Carolina Public Service Company, Greensboro, N. 
C.—It is reported that this company will spend $75,000 for 
improvements to its plants in Salisbury and Spencer. 

Erie (Pa.) Suburban Railway.—This company has or- 
dered new equipment for two of its substations. In the 
State Line substation will be installed one 500-kw rotary 
converter, three 185-kva, 33,000-57,000-volt transformers, one 
75-kva reactance coil, three 15-kva transformers and switch- 
board. The equipment for the Mill Creek substation com- 
prises two 500-kw rotary converters, seven 185-kva, 3300- 
57,000-volt transformers, two 75-kva reactance coils, six 
15s-kva transformers and switchboard. All this material 
will be furnished and installed by the General Electric 
Company. 

Houston (Tex.) Electric Company.—This company has 
ordered from the General Electric Company new apparatus 
consisting of two 500-kw motor-generator sets, six 250-kva, 
33,000-volt transformers and switchboard. 

Newport News & Old Point Comfort Railway, Hampton, 
Va.—This company is now installing in its station two 
2000-kw turbo-generators, one 35-kw turbo-exciter set, one 
so-kw three-bearing motor-driven exciter set, three 750-kva, 
six 165-kva and three 500-kva transformers, two 500-kw 
rotary converters and switchboard. This material has been 
ordered from the General Electric Company. 


Whatcom County Railway & Light Company, Belling- 
ham, Wash.—This company has placed an order for three 
=00-kva and three 100-kva, 50,000-volt transformers and two 
complete switchboards with the General Electric Company. 

Chippewa Valley Railway, Light & Power Company, Eau 


Claire, Wis—This company expects to contract for the 
construction of a new substation in Eau Claire. 
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Manufactures and Supplies 


ROLLING STOCK 


Guelph (Ont.) Railway is in the market for a snow 
sweeper, 

Longview Junction Street Railway, Longview, Tex., has 
ordered one car from the St. Louis Car Company. 


Modesto & Empire Traction Company, Modesto, Cal., 
expects to purchase several combination passenger and bag- 
gage cars. 

Central California Traction Company, San Francisco, 
Cal., has ordered five 36-ft. express cars from the W. L. 
Holman Company. 

Mill Valley & Mount Tamalpais Scenic Railway, Mill 
Valley, Cal., has ordered two 36-ft. trail cars from the W. 
L. Holman Company. 

Boston, Revere Beach & Lynn Railroad, Boston, Mass., 
has ordered one 4o-ft. double-truck storage battery car from 
the Federal Storage Battery Car Company. 

Cumberland Valley Railroad, Chambersburg, Pa., has 
ordered one 50-ft. double-truck storage battery car from 
the Federal Storage Battery Car Company. 

Indiana Union Traction Company, Anderson, Ind., has or- 
dered five suburban cars from the Cincinnati Car Company 
for service between indianapolis and Broad Ripple. 

Roanoke Railway & Electric Company, Roanoke, Va., has 
ordered from the St. Louis Car Company six 28-ft. car 
bodies of the steel-post semi-steel type, 41 ft. over all. 

Tractional Company, Buffalo, N. Y., has ordered ten 21- 
ft. 2-in. semi-convertible one-man near-side car bodies, 
mounted on Brill 21-E trucks from The J. G. Brill Com- 
pany. 

Oakland, Antioch & Eastern Railway, Oakland, Cal., has 
ordered from the W. L. Holman Company one 56-ft parlor 
and observation car, five 36-ft. express cars and ten 36-ft. 
work cars. 

Western New York & Pennsylvania Traction Company, 
Olean, N. Y., has ordered one 20-ft. 8-in. semi-convertible 
car body, mounted on a Brill 21-E truck, from The J. G. 
Brill Company. 

Hummelstown & Campbelilstown Street Railway, 
Hershey, Pa., has ordered from The J. G. Brill Company 
two 30-ft. 8-in semi-convertible pay-within car bodies, 
mounted on Brill 27-M. C. B-1 trucks. 

Chesapeake & Ohio Railroad, Richmond, Va., has ordered 
from the Federal Storage Battery Car Company one 80-ton 
storage battery locomotive for handling passenger trains at 
Cincinnati, also one 35-ft. double-truck storage battery car. 

Billings (Mont.) Traction Company has ordered two 
single-truck cars from the Federal Storage Battery Car 
Company. This is the third order received by the Federal 
Storage Battery Car Company from the Billings Traction 
Company recently. 

Mesaba Electric Railway, Duluth, Minn., has ordered, 
through the Cleveland Construction Company, Cleveland, 
Ohio, ten motor passenger cars, two motor express cars and 
four trail cars with Baldwin M. C. B. trucks from the Niles 
Car & Manufacturing Company. 


TRADE NOTES 


Scullin-Gallagher Iron & Steel Company, St. Louis, Mo., 
has appointed R. A. Dugan its district manager, with office 
at 1049-50 McCormick Building, Chicago, Ill Mr. Dugan 
has been in charge of the sales department of the Chicago 
office of the company. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., at the annual meeting re-elected the retiring 
directors. Paul M. Warburg, of Kuhn, Loeb & Company, 
was chosen a director in place of Charles A. Moore, who 
resigned some time ago. 

Hale & Kilburn Company, Philadelphia, Pa. has elected 
Delmar W. Call president of the company to succeed F. H. 
Greene, resigned. Mr. Call has been president of the Allis- 
Chalmers Company and is now acting as one of its re- 
ceivers. Mr. Greene will continue as a member of the 
board of directors of the company. 


T1100 


Vulcan Engineering Sales Company, Chicago, Til hes 
shipped a car wheel grinder to the Boise (Idaho) Valley 
Railroad, also a grinder to the Bangor Railway & Electric 
Company, Bangor, Maine. Additional grinders are now 
being built by the company for the United Railroads, San 
Francisco, Cal., and the Connecticut Company, Hartford, 
Conn. 

Titan Steel Casting Company, Newark, N. J., announces 
through R. E. Jennings, president, that it was recently de- 
cided to cease manufacturing with the exception of com- 
pleting work in process. The company is paying its obli- 
gations and will retain possession of the plant. Plans to 
resume manufacturing along somewhat different lines are 
being considered, but are not yet matured. 


New Castle Steel & Iron Company, Columbus, Ohio., has 
applied for a charter in Columbus to take over the plant of 
the New Castle Forge & Bolt Company, now in receiver- 
ship. The new company is to be composed of Pittsburgh 
men, including W. G. Schoen, formerly of the Pressed Steel 
Car Company, and one of the organizers of the Standard 
Steel Car Company, with E. N. Ohl, G. P. Rhodes and A. B. 
Berger. 

Consolidated Car Heating Company, Albany, N. Y., at 
a meeting of the stockholders on June 10, 1912, re-elected 
the old board of directors. The following officers were 
elected: Frederick W. Kelly, president; C. C. Nuckols, 
vice-president and general manager; Thomas Farmer, Jr., 
and W. H. Hammond, vice-presidents. Mr. Kelly, who 
was elected president to succeed C. S. Hawley, has been 
either actively or indirectly associated with the company 
for nineteen years. 


Western Electric Company, New York, N. Y., on June 
I, 1912, formally opened a large warehouse and pranch 
office at Houston, Tex., in order to handle more effectively 
the growing business on the Gulf Coast. The new house 
will be operated as a branch of the Dallas organization 
under the supervision of R. W. Van Valkenburgh and Paul 
Joyslin, manager and sales manager, respectively. The 
local organization will have as its resident heads H. P. 
Hess, in charge of sales; F. G. Caldwell, in charge of store, 
and M. A. Schon, in charge of warehousing. Complete 
stocks of telephone, power, supply and line material will be 
carried. 


Pyrene Manufacturing Company, New York, N. Y., had 
an opportunity to demonstrate in a most practical way at 
the Atlantic City convention last week the possibilities of its 
extinguisher. .About 11 a. m. on last Saturday two trans- 
former switches, carrying 2200 volts, in the Machinery Hall 
near the Pier entrance, took fire from some unknown cause. 
Lieut. Thomas Cusick of the Atlantic City Fire Department, 
in command at the Pier, immediately put-into operation a 
Pyrene extinguisher, and notwithstanding the high voltage 
carried he succeeded in subduing the fire, thereby preventing 
any serious interruption of the electric service to the ex- 
hibitors on the Pier. 


Wheel Truing Brake Shoe Company, Detroit, Mich., has 
issued a circular showing how abrasive and non-abrasive 
material is arranged in its wheel-truing brakeshoes ac- 
cording to the wheel wear which needs correction. The 
circular shows six different types of shoes. In one, a third 
of the wearing part of the shoe in the center contains 
abrasive material, the outside two-thirds non-abrasive. In 
form 2 the positions are reversed, In form 3 the tread has 
abrasive material and the flange part of the shoe non-abra- 
sive material. In form 4 the arrangement is reversed. Form 
5 contains all abrasive material, and in form 6 this ma- 
terial is used only on the outer half of the tread. 


H. M. Byllesby & Company, Clhicago, Ill., announce that 
at a meeting of the department heads and other employees 
of the company on June 5 it was decided to form a Byllesby 
lunch club to meet once a week at luncheon. The object 
of the club is to discuss matters pertaining to the work of 
the company and better to acquaint the employees with one 
another, A committee composed of F. H. Lane, J. W. 
Link and M. A. Morrison was appointed to prepare the 
weekly programs. This committee will serve for a period 
of three months. H. V. Coffy was elected secretary. The 
first regular meeting was held on June 12 in the German 
grill room of the La Salle Hotel. R. J. Graf, secretary of 
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the company, gave an interesting talk concerning the rela- 
tions of the finance department to the other-departments 
of the company. 

American Mason Safety Tread Company, Boston, Mass., 
has purchased from the Quincy, Manchester & Sargent 
Company all patents, machinery, selling rights. €bC., con- 
nected with the Stanwood steel car steps and treads. The 
hangers for the steps are of pressed steel and are made in 
four styles of tops suitable for attachment to any style of 
car. The surface of the tread, which is composed of thin 
strips of high carbon steel securely joined, presents a num- 
ber of hexagonal openings which form a self-cleaning sur- 
face. The tread is raised 34 in. above the upper edge of the 
front frame, and the first row of crimped strips is slightly 
beveled, thus producing a non-slipping edge. The Ameri- 
can Mason Safety Tread Company will manufacture this 
step at its works in Lowell, Mass., and will shortly be able 
promptly to fill all orders for standard shapes and sizes. 
The company announced that-it will quote prices on special 
shapes and sizes to suit individual requirements. 


ADVERTISING LITERATURE 


American Tool Works Company, Cincinnati, Ohio, has 
issued a 30-page catalog in which its lathes, planers, shapers 
and radial drills are fully described and illustrated. 


British Thomson-Houston Company, Ltd., Rugby, Eng- 
land, has issued Leaflet No. 2290, which contains a list of 
Curtis steam turbines sold up to April 30, 1912. The size 
and other data relative to these turbines are also given. 

Jeffrey Manufacturing Company, Columbus, Ohio, has 
issued general Catalog No. 82, in which the complete line of 
Jeffrey elevating and conveying power transmission ma- 
chinery and coal mine equipments is described and illus- 
trated. 

Arthur D. Little, Boston, Mass., has published in 
pamphlet form a public lecture entitled “The Earning 
Power of Chemistry,” delivered to business men under the 
auspices of the American Chemical Society at Indianapolis 
on June 20, IQITI. 

Busch-Sulzer Brothers-Diesel Engine Company, St. 
Louis, Mo., is distributing in booklet form a lecture entitled 
“The Present Status of the Diesel Engine in Europe and a 
Few Reminiscences of the Pioneer Work in America,” de- 
livered by Dr. Rudolf Diesel before several engineering 
societies and universities in the United States. 


Ohio Brass Company, Mansfield, Ohio, has issued Catalog 
No. 12 for 1912, which describes and illustrates a complete 
line of appliances used in the construction of electric rail- 
ways, mine haulage systems and transmission lines. These 
include overhead material, rail bonds, car equipment spe- 
cialties and O-B Hi-Tension insulators. The catalog is 
bound in cloth and contains 490 pages. 


Joseph Dixon, who founded the Joseph Dixon Crucible 
Company, Jersey City, N. J., was-chosen by Elbert Hubbard 
as the subject of one of his recent sketches in the series of 
world makers. Mr. Hubbard placed Mr. Dixon thirteenth 
on a list of twenty men who have practically made the civi- 
lized world what it is to-day, and even to those more or less 
familiar with Mr. Dixon’s work the activities of Mr. Dixon 
as set down by Mr. Hubabrd will doubtless come somewhat 
as a surprise. The sketch is done in Mr. Hubbard’s inim- 
itable way, and the publication, like all other products of 
the Roycrofters, is the last word so far as typography is 
concerned, 

General Electric Company, Schenectady, N. Y., has re- 
cently issued Bulletin No. 4950, describing the Washington, 
Baltimore & Annapolis 1200-volt direct-current railroad. 
This has now been operating as a 1200-volt road for over 
two years, and this publication contains interesting data 
relative to the operation. Bulletin No. 4880 describes the 
company’s signal volt-ammeter, known as the type S-2, 
The instrument is used for testing direct-current railway 
signal apparatus. Bulletin No. 4025 describes its combined 
unit mercury-are rectifier outfit. This outfit consists of the 
constant-current transformer, direct-current reactance, tube 
tank and exciting transformer mounted on a common base. 
The bulletin illustrates and describes the outfit in consider- 
able detail and contains both dimension and connection 
diagrams. 


